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Foreword 


Development of the TA 152 in all its variants was based 
on the fundamental design of the Focke-Wulf Fw 190 A series 
powered by the BMW 801 radial engine. The design of the Ta 
152 by Prof. Kurt Tank developed very quickly and so differed 
rom the original design that it became a completely new 
ighter aircraft, the Ta 152. 

As with other innovative developments by the German 
aviation industry in the final years of the war, the comment too 
ittle and too late also applied to the Ta 152. Production of the 
Ta 152 H, Germany’s first high-altitude fighter, was initiated 
in the late autumn of 1944 but was halted soon afterwards by 
he total collapse of the armaments industry. As a result, only a 
very few Ta 152s reached the operational units of the Luft- 
waffe. The pilots who had the chance to fly the Ta 152 in train- 
ing and combat missions were enthusiastic about the ma- 
chine’s excellent handling qualities. The Ta 152 was at least 
equal to the opposing Allied fighter aircraft and for the first 
time in many months German pilots were again in a position to 
survive aerial combat with Mustangs and Spitfires. In April 


1945 the last Ta 152s were concentrated in the expanded Stabss- 
chwarm of JG 301 and fought on to the bitter end. Obfw. Willi Re- 
schke, one of the last Ta 152 pilots, remembers that time and said of 
it: “These were probably the Stabsschwarm’s most difficult days 
and we were only able to survive them because the Ta 152’s climb- 
ing and turning abilities were so exceptionally good. I had experi- 
enced all the highs and lows of both Jagdgeschwader 301 and 302 
since June 1944, and I would have been happy if I had always had 
available such a machine during my missions and air battles.” 

But before the first Ta 152 reached the Luftwaffe units, proto- 
type aircraft had to be built and tested to ensure that the new fighter 
aircraft was equal to the severe demands of the air war. In charge of 
this testing was the director of Focke-Wulf’s Prototype Testing De- 
partment, chief test pilot Dipl.Ing. Hans Sander. As an eye witness 
and last surviving Focke-Wulf test pilot, I am especially grateful to 
him for his kind help and support for this book. As well, I would like 
to express my appreciation to the many aviation enthusiasts and to 
the aviation archive of the Daimler-Benz Aerospace AG in Bremen 
for their help and support in the creation of my book on the Ta 152. 


Dipl.Ing. Dietmar Hermann 
Dortmund, June 1998 


Introduction by Chief Test Pilot Hans Sander on 


Testing of the Ta 152 


In the area of airframes the German aviation industry, meaning 
Focke-Wulf, had done much to produce a good high-altitude fighter 
(extended wingspan). What it had neglected to do, in spite of my 
exhortations, was develop a reliable pressurized cockpit, which, 
thank God, played no role in operations. 

The German aero-engine industry failed to produce reliable 
high-altitude engines, and in particular turbo-superchargers, in 
time, which was due in large part to material shortages. Prototype 
construction, prototype testing and prototype trials really did every- 
thing in this difficult time. Toward the end of the war we test pilots 
had to provide proof of the aircraft’s structural integrity in the air, 
because stress tests on the ground were no longer possible on ac- 
count of the general situation. 


The question of whether it would not have been less risky to 
build a high-altitude fighter based on the Fw 190 D-9 with GM-1 
injection can only be answered with no. The Fw 190 D-9, which 
went into production a few months before the Ta 152 H, could never 
have played the role of that aircraft. Furthermore one could not 
compare MW 50 injection (usable only at altitudes where excess 
boost pressure was available) with GM-1, which injected oxygen at 
any altitude. We, the prototype test pilots, really did everything to 
test the Ta 152 as quickly as possible in spite of incursions by Allied 
fighters and bombers. 

Tam amazed at all the information the author has succeeded in 
amassing, the amount of work that he has done. I wish this book 
much success. 


Hans Sander 
Chief engineer and chief pilot of 
Focke-Wulf’s main prototype testing department 


Development of the Focke-Wulf Fw 190 into the Ta 


152 With In-line Engine 


When the first prototype of the Fw 190, 
the V 1, serial number 0001, registration D- 
OPZE, made its first test flight on 1 June 
1939 with test pilot Hans Sander at the con- 
trols, no one could yet imagine what a suc- 
cessful and extraordinary fighter aircraft 
this machine would become. 

Once the most significant shortcom- 
ings had been eliminated, in August 1941 
the first production examples of the Fw 190 
A-1 were delivered to Jagdgeschwader 26 
based on the Channel Coast. Although the 
Fw 190 A’s 14-cylinder BMW 801 radial 
engine gave it a beefy appearance, the air- 
craft proved to be a dangerous opponent for 
the RAF’s Hurricanes and Spitfires for a 
long time. 

But it soon became clear to Focke- 
Wulf’s chief designer Kurt Tank that devel- 
opment of the Fw 190 powered by the 
BMW 801 radial engine would have to con- 
tinue in order to increase its performance. 
By the end of 1942 it had become apparent 
that there would be no significant improve- 
ment in the BMW 801 radial engine as in- 
stalled in the Fw 190 A series in the near fu- 
ture. 

Kurt Tank therefore called for the con- 
struction of variants of the Fw 190 powered 
by more powerful engines, the Junkers 
Jumo 213 and the Daimler Benz DB 603. 

Alternative designs were produced in 
order to achieve a result as quickly as possi- 
ble. The later developments were based on 
these so-called Ra (mathematical prospec- 
tus) designs. The designs Fw 190 Ra | toRa 
6 were presented to the RLM’s Technical 
Office in the spring and were based on the 
new Junkers Jumo 213 and Daimler Benz 
DB 603 liquid-cooled, in-line engines. 

Junkers developed the Jumo 213 en- 
gine from the Jumo 211 power plant, retain- 


ing a displacement of 34.97 liters. As a re- 
sult of increased revolutions the Jumo 213 
A produced 1,750 H.P. (1287 kW) for take- 
off. A similar output was achieved by the 
Daimler Benz DB 603 engine, a developed 
version of the DB 601 motor with an in- 
creased displacement of 44.5 liters. Both 
engines were water-cooled, twelve-cylin- 
der, in-line engines, each with two banks of 
six cylinders in an inverted-vee configura- 
tion. 

Not long afterwards, in May 1943, Fo- 
cke-Wulf presented the design of the Ta 152 
to the Technical Office (TA) of the Ministry 
of Aviation (RLM) for the first time. The 
new project was so far removed from the 
original design of the Fw 190 as a result of 
changes and simplifications that in a con- 
ference held by the State Secretary on 17 
August 1943 it was generally assigned the 
new designation Ta 152. 


Focke-Wulf Fw 190 V 1, registration D- 
OPZE, Werknummer 0 001, with engine 
running prior to first flight on 1 June 
1939. 
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” Testing the Fw 190 V1, 


which arrived at 
Rechlin for the first 
time on 9 July 1939; 
from left to right: Gen- 
eralingenieur Lucht, 
Generaloberst Udet, 
Dipl.Ing. Francke. 


The first Fw 190 A-1s, 
still powered by BMW 
801 C engines, on the 
apron at Bremen, 
1941. 


Moreover, this was the first time that 
designer Kurt Tank was permitted to use his 
name (Ta) in the designation. It was a spe- 
cial honor. Further designs bearing the Ta 
designation followed, for example the all- 
wood Ta 154 twin-engined night fighter and 
the Ta 183 single-engined jet fighter. 

Kurt Tank took new paths in the devel- 
opment of the Ta 152. In order to avoid ma- 
jor redesign and the associated loss of time, 
the Ta 152 received a circular nose radiator 
for the engine oil and coolant. At the same 
time, this design choice led to stability 
problems in the cooling system in the initial 


phase. Design work went ahead at Focke- 
Wulf under the designation Ta 152 Ra | (Ta 
152 V 1) for the standard fighter and Ta 152 
R2 for the high-altitude fighter. In order to 
accelerate design work on the Ta 152, 
which was conceived as a fighter and fight- 
er-bomber, on 8 October 1943 an applica- 
tion was made to the RLM for development 
priority for the Ta 152 A standard version, 
as it was now designated. This application 
was initially rejected. The same thing hap- 
pened to the Ta 152 A as to the Messer- 
schmitt Me 262 A. The RLM was avoiding 
the risk of deciding in favor of a new type, 


so as to avoid endangering the ongoing pro- 
duction of the Fw 190 A and Bf 109 G. Fo- 
cke-Wulf subsequently resubmitted the ap- 
plication for development priority on 20 
December 1943. At a conference between 
Focke-Wulf and representatives of the 
RLM on 13-14 January 1944, this second 
application, for the Ta 152 A, Ta 152 H 
(high-altitude fighter) and Fw 190 D (Fw 
190 with Jumo 213 A engine) was at first 
not approved. One reason for this fatal hesi- 
tation on the part of the RLM was its reluc- 
tance to decide for or against construction 
of the Me 209 A, which was supposed to re- 
place the obsolescent Bf 109. The first 
flight by the Me 209 (Me 209 V 5, registra- 
tion SP + LJ) took place on 3 November 
1943 with test pilot Fritz Wendel at the con- 
trols, almost at the same time as the maiden 


flight of the Focke-Wulf Fw 190 V 20, the 
second prototype of the Ta 152. Not until 
the Me 209 was removed from the Luft- 
waffe’s procurement program was the way 
opened for the Ta 152, but then only for the 
Ta 152 high-altitude fighter. The Ta 152 A 
was struck off, nevertheless the type re- 
mained part of the Luftwaffe’s planned 
fighter equipment until the summer of 
1944.' Consequently production of the Ta 
152 A was limited to three prototypes. Ser- 
vice use of the Ta 152 H high-altitude fight- 
er proved that the concept of the Ta 152 was 
valid. For the first time in a long while the 
Luftwaffe brought to the front a machine 
that was the technical equal of the Allied 
fighters. It was prevented from becoming a 
success only by the collapse of production 
and the end of the war. 


First pre-production 
Fw 190 A-0s with BMW 
801 C engines at the fi- 
nal assembly works in 
Bremen. 


' Technical Office memo 
GL/C-B GL/C No. 
1563/44 dated 3 June 
1944. 
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Professor Tank, Focke- 
Wulf designer, in conver- 
sation with Hptm. Wal- 
ter Nowotny, who in 
1944 formed the first jet 
fighter unit equipped 
with the new Me 262 A- 
la. 


The Ta 152’s Test Pilots 


The success of an aircraft was to a large 
extent dependent on the experience and 
qualities of the test pilots whose job it was 
to check out aircraft destined for the front. 
So it was at Focke-Wulf. Focke-Wulf’s 
chief designer Kurt Tank insisted that the 
pilots have a good technical background as 
well as be good flyers. Kurt Tank himself 
insisted on test flying the aircraft produced 
under his direction. For example, on 14 
April and 29 May 1944 he flew the Fw 190 
V 21 (Werknummer 0043, registration TI + 
TH) and on 13 December 1944 the Ta 152 C 


V 6 (WNr. 110 006, registration VH + EY). 

On several occasions he risked his life 
by doing so, as at the end of 1944. Tank was 
on his way to an important conference in 
Cottbus. Soon after taking off from Lan- 
genhagen he was advised, “7Jwo Indians 
over the Garden Fence,” which meant that 
two enemy fighters were heading straight 
for Langenhagen airfield. Then two Mus- 
tangs appeared directly behind him, hoping 
for easy prey. Tank had no other choice and 
applied full power. He engaged the MW 50. 
injection and quickly pulled away from the 
Mustangs, which had been closing rapidly, 
until they were no more than two dots on 
the horizon. As always, the aircraft Kurt 
Tank was flying was unarmed, since even at 
that stage of the war he wished to remain a 
civilian. He nevertheless made a lasting im- 
pression on the two dumbfounded Mustang 
pilots, who must have wondered which 
German fighter had such reserves of power. 

The best-known Focke-Wulf test pilot 
was Hans Sander. Until the end of the war 
he was chief engineer and chief pilot of the 
“Prototype Testing Department.” Hans 
Sander was involved in the Fw 190 pro- 
gram from the very beginning. On | June 
1939 he made the first flight in the Fw 190 
V | powered by the new BMW 139 radial 
engine and later also flew the latest versions 
of the Fw 190 powered by the Jumo 213 and 
DB 603 in-line engines. He was also at the 
controls for the first flight of the turbosu- 
percharged Fw 190 V 18 “Héhenjdger 2” 
on 20 December 1942. The Ta 152 repre- 
sented the apex of piston-engined fighter 
development by Focke-Wulf. 

Hans Sander also played a significant 
role in flight testing the Ta 152 and carried 


out acceptance tests on the first Ta 152 H 
fighters produced at Cottbus. For example, 
on 21 November 1944 he flew the first Ta 
152 H-0 (WNr. 150 001, CW + CA), on 29 
November WNr. 150 002 (CW + CB), and 
on 3 December 150 003 (CW + CC). Hans 
Sander remembered: “I had to put the first 
production machine down on its belly away 
from Cottbus because while climbing out 
after takeoff the engine suddenly stopped 
receiving fuel. A hydraulic valve had some- 
how been installed in the fuel line. I re- 
ceived a bottle of schnapps, hard to come by 
in those days, as compensation. Everything 
was 0.k. with the second machine.” Every 
flight was a calculated risk for a test pilot, 
including Hans Sander. On numerous occa- 
sions he experienced and survived critical 
situations such as belly landings, fires in the 
cockpit or flutter at high speeds. Hans 
Sander remained associated with aviation 
after the war. He made his last flight in a 
glider in 1980 at the advanced age of 72. 
Although previously a complete un- 
known, test pilot Bernhard Marschel car- 
ried out many test flights in the latest Ta 
152s and Fw 190s powered by the Jumo 
213 and DB 603 in-line engines. He was at 
the controls for the first flight of the new Ta 
152 C V 6 (VH + EY, WNr. 110 006) at 
Adelheide on 12 December 1944. This 
flight also marked the resumption of devel- 
opment work on the Fw 190/Ta 152 series 
equipped with Daimler Benz engines after a 
hiatus of more than two years. Kurt Tank 
had made repeated calls for such work two 
years earlier but had been turned down by 
senior officials in the RLM. Bernhard Mar- 
schel also remained active in aviation after 
the war as a glider pilot. 
Test pilot Friedrich Schnier achieved 
the highest altitude reached during the Ta 
152 H test program. Flying the Fw 190 V 
29/U1, on 20 January 1945 Schnier reached 
an altitude of 13,654 meters, demonstrating 
the Ta 152’s suitability for the high-altitude 
fighter role. In addition to the Ta 152, 
Friedrich Schnier also test-flew the latest 
variants of the long-nosed Fw 190 D-11/12/ 
3 and the twin-engined Ta 154. Another 


experienced test pilot was Werner Bartsch, 
who was at the controls for the first flights 
of the Ta 152 V 4 and V S. A serious acci- 
dent in the Ta 154 V 9 on 18 April 1944 
brought his career as a test pilot to an abrupt 
end. 

Another Focke-Wulf test pilot known 
to have participated in the Ta 152 test pro- 
gram was Flugkapitdn Alfred Thomas, who 
lost his life in the crash of a Ta 152 H (Fw 
190 V 30/U1) on 23 August 1944. The air- 
craft crashed while on approach to Adel- 
heide following an engine fire at altitude. 
All that is known for certain is that Thomas 


Hans Sander, Focke- 
Wulf’s chief test pilot, 
climbing out of the 
cockpit of a Focke- 
Wulf Fw 190 A (WNr. 
0 410). Sander played 
a major role in the suc- 
cess of the Fw 190 and 
later the Ta 152. 
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Focke-Wulf test pilots; 
from left to right: Hans 
Kampfmeier, Werner 
Finke, Rolf Mondry, 
Hptm. Nowotny, Al- 
fred Motsch. 


Well-earned break on 
the airfield boundary; 
from the right: test pi- 
lot Werner Bartsch, 
next to him Bernhard 
Marschel, who played 
a significant role in the 
testing of the inline- 
engined Fw 190 D and 
Ta 152, 2nd from left 
Wallenhorst, chief con- 
troller of prototype test 
flying. 


could have bailed out but did not do so in an 
attempt to save the Ta 152 H. He almost 
made it, but then went down with the air- 
craft from low altitude. 


Other Focke-Wulf test pilots like Rolf 
Mondry and Hans Kampmeier were out of 
action by the time the Ta 152 was born. Rolf 
Mondry lost his left arm in a strafing attack 


on Langenhagen and Dipl.Ing. Hans Kamp- 
meier, whom Kurt Tank described as a Jack 
of all trades, landed at Hannover-Vahren- 
wald after a mission with a shot-up canopy 
and survived. 

This book is recognition of their ef- 
forts. Without them the Ta 152, especially 
the so badly-needed Ta 152 H high-altitude 
fighter, would never have been ready for 
production. 


Test pilot Bernhard 
Marschel (facing 
away) in conversation 
with Georg Kohne, a 
member of the proto- 
type test unit, who is- 
sues final instructions 
before a test flight. 
Kohne was seriously 
injured in a bombing 
raid against KG 40 in 
Bordeaux. 


Bernhard Marschel 
enjoys a cigarette 
break between test 
flights. 
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Two Fw 200s on the 
airfield in Adelheide, 
which from June 1941 
was used by Focke- 
Wulf for the construc- 
tion of prototypes. 


Adelheide—Focke-Wulf Branch Plant 8— 


Prototype Construction 


The military airfield at Adelheide was 
constructed in 1936. The first unit to occu- 
py this airfield was III Gruppe of Kampfge- 
schwader 27 “Boelcke”. When the war be- 
gan this Gruppe moved to Brandenburg and 
took part in the first attacks on Warsaw on | 
September 1939. IIL Gruppe returned brief- 
ly to Adelheide after the Polish Campaign 
before being transferred to the Channel 
Coast. Adelheide reached its military high 
point as a staging base for the invasion of 
Denmark, when a steady stream of aircraft 
took off and landed there during the night of 
8-9 April 1940. This was repeated one 
month later on 9-10 May when the cam- 
paign against France, Belgium and Holland 
began. That night elements of KG 4 took off 
from there on raids intended to soften up 
Amsterdam, Rotterdam and The Hague in 
preparation for airborne landings. 

Following the Battle of Britain activity 
at Adelheide dwindled further and after the 
spring of 1941 practically no more military 
sorties were flown from there. After the de- 


parture of the flying units the hangars and 
some of the barrack blocks in Adelheide 
stood empty. 

Then in June 194] Focke-Wulf began 
setting up its Branch Plant 8 in Adelheide. 
The new factory was solely responsible for 
the construction of prototypes and began 
with a complement of 1,500 employees. At 
the end of 1941-beginning of 1942 this fig- 
ure rose to 1,900 employees, after which it 
inexplicably dropped to less then 1,200 
workers by the end of the war. 

Almost all of the prototypes of the Fw 
190 and of course also those of the new Ta 
152 were built in the Adelheide factory. 
Then, once they had successfully complet- 
ed their first flights, they departed for Lan- 
genhagen, where Focke-Wulf conducted 
technical testing. But Adelheide was re- 
peatedly used again by Luftwaffe units. One 
such unit was I/JG 6, which on the morning 
of 1 January 1945 took part in “Operation 
Bodenplatte” together with the rest of the 
Geschwader. The military end began with 


the disbandment of III/JG 26 “Schlageter” 
on 25 March 1945. 


On 14 April 1945 the airfield was pre- 
pared for demolition and was partially de- 


stroyed beginning on 16 April. On the 
morning of 19 April 1945 the Scottish 51st 
Highland Division took the area of the air- 
field after fierce resistance. 


Fw 200 four-engined 
transport on the air- 
field in Adelheide; the 
airfield buildings are 
just visible in the back- 
ground. 
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' The Fw 190 V 1 and V 2 
used hydraulically-acti- 
vated undercarriages in 
1939. 

? The flame damper installa- 
tion developed by Focke- 
Wulf was later installed 
on the few Ta 154 night 
fighters powered by the 
Jumo 213 A. 

* The “Wild Boar” night 
fighter method. 

* GM I: Injection of an oxi- 
dizer (nitrous-oxide) for 
increased engine perfor- 
mance at high altitudes. 


Development of the Heavy Fighter 
The Focke-Wulf TA 152 A and B Series 


The development and design of the TA 
152 was essentially based on the following 
requirements issued by the RLM: 


1 Installation of the Jumo 213 Astandard 
power plant in the Fw 190 A produc- 
tion airframe with the minimum possi- 
ble modifications and the maximum 
possible use of existing jigs and tools, 
while ensuring the possibility of in- 
stalling the Jumo 213 Eand DB 603 G. 


2 Bolstering the centrally-mounted ar- 
mament, in particular installation of an 
engine-mounted MK 103 or MK 108. 
The requirement for minimum possi- 
ble modifications also applied here. 


3 Installation of larger 740 x 210 wheels 
to cope with the increased takeoff 
weight resulting from the above re- 
quirements. 


The overall design of the TA 152 also 
allowed for the possible use of all three en- 
gines under consideration for this type. The 
version powered by the Jumo 213 A engine 
was designated the Ta 152 A, while the vari- 
ant with the Jumo 213 E was the Ta 152 B. 
The Daimler Benz DB 603 G engine was 
considered an alternate solution for both 
versions. But since the Jumo 213 A was not 
designed for the specified centrally-mount- 
ed weapon, the Junkers Jumo 213 C, which 
had been developed into a standard power 
plant, would have had to have been in- 
stalled instead. 


Significant features of the overall de- 
sign were the change from the previously 
fully electric to a hydraulically activated 
undercarriage,’ the larger fin and rudder 
taken from the “Hdhenjdger 2” develop- 
ment, and the introduction of a 0.5-meter- 
long insert in the rear fuselage. The purpose 
of the latter was to compensate for the al- 
tered center of gravity resulting from the 
longer engine and added weapons in the 


forward fuselage, and ensure stability about 
the yaw axis at higher altitudes. Another 
significant change was the flame damper 
installation planned from the outset for the 
Ta 152 A? This was something completely 
new for a fighter aircraft and still had to be 
tested. The flame damper installation pre- 
vented the pilot from being blinded by the 
exhaust flames, a problem encountered in 
single-engined night fighter operations.‘ 
The use of flame dampers was supposed to 
make the Ta 152 A suitable for both the day 
and night fighter roles. But then on 18 April 
1944 the requirement for the flame damper 
installation was dropped (stipulation by the 
General Staff). An 85-liter GM | tank* was 
planned for the Ta 152 to provide increased 
performance at high altitude. At an average 
consumption of 100 g/sec this allowed GM 
1 to be used for approximately 17 minutes. 
The supercharger air intake was improved. 
aerodynamically and was extended to the 
rotational axis of the radiator gills, which 
then became an identifying feature of all 
three prototypes. 

The Ta 152 A-1 was supposed to be 
equipped with the MK 108 cannon and the 
Ta 152 A-2 with the MK 103. The same ap- 
plied to the Ta 152 B-1 and B-2. 


Technical Specification No. 270 for the Ta 152 A/B Dated 16 December 1943 


General Information: 


Purpose: Single-seat fighter, fighter-bomber 
Construction: Single-engined, low-wing cantilever monoplane with hydraulically-retractable 
undercarriage 
Strength: Maneuvering load coefficient nA = 6.5 at a design takeoff weight of 4400 kg 
Power Plant: Jumo 213 A, Jumo 213 E or DB 603 G 
Dimensions: Wing area 19.6 m2 
Wingspan 11m 
Aspect ratio 6.17 
Vertical fin area 1.77 m2 
Horizontal stabilizer area 2.89 m2 
Maximum length 10.784 m 
Maximum height 3.360 m 


Normal takeoff weight: 4460 kg with Jumo 213 A (TA 152 A) 
4 620 kg with Jumo 213 E (TA 152 B) 
4.520 kg with DB 603 G (alternate solution) 


Construction Materials: Dural and steel 


Armament: Normal: 5 weapons 


2.MG 151 in fuselage with 150 rounds per gun 
2.MG 151 in wing roots with 175 rounds per gun 

1 engine-mounted MK 108 with 85 to 90 rounds 
or | engine-mounted MK 103 with 75 to 80 rounds 


Additional: 2 weapons 


2 MK 108 in wing roots with 55 rounds per gun 
or 2 MG 151 in outer wings with 140 rounds per gun 
or 2 MK 103 under the wings with 40 rounds per gun 


Fuselage: 
Essentially the following changes were 
made to the fuselage: 

A lengthening of the forward fuselage 
by 772 mm was necessary as a result of the 
greater space required by the engine- 
mounted MK 103 and the two MG 151s in 
the fuselage. In order to minimize the pro- 
curement of new jigs and tools to an abso- 
lute minimum, the fuselage extension was 
bolted directly to the existing engine attach- 
ment points. The wing, which was moved 
forward 420 mm for center of gravity rea- 
sons, was attached in the center of the in- 
sert. At the same time, repositioning the 
wing made it necessary to relocate the rear 
spar junction and the corresponding fuse- 
lage bulkhead. The resulting revised loca- 


tion of the forward fuel tank made it neces- 
sary to redesign the fuel tank compartment 
cover and fuselage sides in the affected 
area. In order to avoid having to accept a re- 
duction in stability, especially directional 
stability as a result of the lengthened engine 
compartment, the aft fuselage was length- 
ened through the insertion of a cylindrical 
section 0.5 meters in length. The latter also 
served to accommodate the oxygen bottles 
and compressed air bottles for the engine- 
mounted cannon which were moved aft for 
cg reasons. The increased fuselage moment 
resulting from the lengthened fuselage 
made it necessary to strengthen the frame 
assembly. This strengthening was accom- 
plished by fitting steel extrusions instead of 
the Dural extrusions previously used. 
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Undercarriage 

The undercarriage leg including shock strut 
and mounting was retained. The former 
electric drive was changed to a hydraulic 
system. Larger 740 x 210 wheels were in- 
stalled on account of the aircraft’s increased 
takeoff weight. 


Wing 

The wing was retained unmodified; only 
the landing flaps were changed to hydraulic 
operation. The vertical tail used was the 
larger unit (1.77 m*) which was supposed to 
be used in combination with the standard 
rear fuselage including standard tailwheel 
on all Focke-Wulf fighter types at the time 
production of the Ta 152 began. 


Control System 

The control system remained essentially 
unchanged, however the more forward en- 
gine position and the fuselage extensions 
resulted in some changes to the linkages. 


Wing Assembly 

In order to provide propeller clearance from 
the larger wheels, it was necessary to move 
the latter outboard by 250 mm. This was 
made possible by increasing the span of the 
existing wing from 10.5 to 11 meters, which 
was achieved by inserting a 0.5-meter spar 
section in the center of the wing. In turn this 
made it necessary to redesign the wing-fu- 
selage junction. As a result of the greater 
wingspan and the increase in the product of 
nx G, it became necessary to strengthen the 
skinning in the area of the inner wing. 


Power Plant 
Installation of the following engines in the 
TA 152 was anticipated: 


1 Jumo 213A (C) standard fighter en- 
gine with Junkers VS 9 variable-pitch 
propeller, which was developed by Fo- 
cke-Wulf and which was first used on 
the production Ta 152. Production be- 
gan with the flame damper installation 


developed by Focke-Wulf. If flight 
testing revealed a considerable loss in 
airspeed caused by the flame dampers 
compared to fighters with standard ex- 
hausts, an immediate change to a nor- 
mal exhaust configuration was to fol- 
low for the day fighter version. 


2  Jumo 213 E standard fighter engine 
with Junkers VS 9 or VS 19 variable- 
pitch propeller (the latter was under de- 
velopment by Junkers at that time). On 
account of its considerably improved 
high-altitude performance compared 
to the Jumo 213, it was planned to 
switch to the Jumo 213 E for the Ta 152 
as soon as the engine was available. In 
contrast to the Jumo 213 A standard en- 
gine, no flame damper installation was 
initially planned. 


3 DB 603 G standard fighter engine, 
which was foreseen as a alternate solu- 
tion to the Jumo 213 A. At the time the 
DB 603 G standard engine was being 
developed by the Daimler Benz com- 
pany in cooperation with Focke-Wulf. 
The power plant was equipped with 
normal exhausts. 


Fuel System 

It was possible to retain the 233-liter for- 

ward fuel tank from the Fw 190A series un- 

changed, however it was moved forward in 
keeping with the revised wing position. As 

a result it was possible to increase the ca- 

pacity of the rear tank by 70 liters to a total 

of 362 liters. This increased standard tank- 
age to a total of 595 liters. The tanks were 
the protected type with the following wall 
thicknesses: sides and bottom 16 mm, top 

12 mm. For increased range the following 

auxiliary tank installations were planned: 

1 Metal-shielded 115-liter tank in rear 
fuselage with a tank wall thickness of 
14+ 2mm. The tank had the same ex- 
ternal dimensions as the GM | tank de- 
scribed below and was interchange- 
able with it. 


2 Unprotected 300-liter tank under the 
fuselage. The tank was mounted on the 
external stores rack built into the wing 
center section. Installation of an 85-li- 
ter GM | tank in the fuselage was 
planned for increased performance at 
high altitude. Mounting was similar to 
that of the 115-1 auxiliary fuel tank. 
Endurance with GM | was approxi- 

mately 17 minutes at an average consump- 

tion of 100 g/sec (for increased perfor- 

mance figures see spec sheet p. 29) 


Lubrication System 

The oil tank, with a total capacity of 64 li- 
ters, was installed on the right side of the 
forward fuselage extension next to the en- 
gine cannon. It was a simple sheet steel tank 
and was protected against fire from ahead 
by an 8-mm armor plate. The tank was de- 
signed for long-range operations with the 
115-liter auxiliary tank at a fuel mixture of 
25 percent. Installation of the 300-liter aux- 
iliary tank under the fuselage instead of the 
115-liter tank meant that part of the cold- 
start mixture had to be dispensed with. 


Equipment - 

Equipment was taken from the A-9 series. 
Changes included the hydraulic systems 
made necessary by the change to hydraulic 
undercarriage and landing flaps as well as 
minor modifications resulting from the in- 
stallation of the Jumo 213 A. 


Specific Equipment 

Guns: 

(see: “Weapons and Tank Arrangement” p. 
31) 

The TA 152 A could be equipped with the 
following weapons: 

Normal: 5 weapons 


2 MG 151 in fuselage with 150 rounds per 
gun 
2 MG 151 in win roots with 175 rounds per 
gun 
1 MK 108 engine-mounted cannon with 85 
to 90 rounds or 1 MK 103 engine-mounted 
cannon with 75 to 80 rounds per gun 
Additional: 2 weapons 
2 MK 108 in outer wings with 55 rounds per 
gun or 2 MG 151 in outer wings with 140 
rounds per gun or 2 MK 103 beneath the 
outer wings with 40 rounds per gun 

Of the above weapons the four MG 
151 fired through the propeller disc and 
were controlled electrically. The weapons 
installations listed under “additional” were 
identical in every detail to the installations 
used in current and planned series. 


Gravity Weapons 

The carriage beneath the fuselage of bombs 
up to 500 kg was planned for fighter-bomb- 
er operations. The bombs were mounted on 
a Type 503 rack installed in the wing center 
section in front of the forward spar. The 
bombs were supported by four aerodynami- 
cally-shaped, adjustable support arms be- 
neath the fuselage. The carriage of gravity 
weapons and additional equipment (210- 
mm rockets etc.) was possible to the same 
extent as on the Fw 190 A series then in pro- 
duction. 


Structural Strength 

The Ta 152 strength manual (memo dated 
25 May 1943) prescribed a wing load coef- 
ficient of +6.5 or —3.0 for the design takeoff 
weight of 4,400 kg. The required load coef- 
ficient was established for all components 
borrowed from the A series and the dimen- 
sions of the new wing center section and 
other altered components was taken into 
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Performance Comparison of the TA 152 with Jumo 213 A, Jumo 213 E 


and DB 603 G* 

Type TA152A TA152B TA 152 
Engine Jumo 213A Jumo 213E DB 603G 
Takeoff power H.P. (kW) 1,750 (1,297) 2,050 (1,508) 1,900 (1,397) 
1 Performance with light weapons installation: 1 MK 108 engine-mounted cannon plus 2 MG 151 in fuselage 
Maximum speed (kph) 682 742 685 

at altitude of (m) 7000 10750 8300 

Service ceiling (m) 11 200 12900 12.000 

Climb rate at sea level (m/sec)13.9 14.8 13:2: 

2 Performance with medium weapons installation: as 1 plus 2 MG 151 in wing roots 

Maximum speed (kph) 678 734 676 

at altitude of (m) 7000 10750 8 300 

Service ceiling (m) 10900 12600 11 680 

Climb rate at sea level (m/sec) 15.1 16.0 14.4 

3 Performance with heavy weapons installation: as 2 plus 2 MK 108 beneath outer wings 

Maximum speed (kph) 671 (692) 728 (735) 670 (686)? 

at altitude of (m) 7 000 (8 000) 10750 (13400) 8 300(10.000) 
Service ceiling (m) 10500 12300 11200 

Climb rate at sea level (m/sec) 13.9 14.8 132): 


' The data were taken from the performance comparison sheets contained in Technical Specification No. 


270. 


? With use of GM 1, performance increase of 280 H.P. 
* With use of GM 1, performance increase of 320 H.-P. 
* With use of GM 1, three performance settings possible (135 H.P., 275 H.P., 415 H.P.) 


consideration. With standard armament and 
anormal takeoff weight of 4,620 kg, the Ta 
152 B with Jumo 213 E revealed a load co- 
efficient of 6.2. 

The following load coefficients apply 
to the various power plant configurations: 
Jumo 213 A standard engine with VS 9 
propeller 6.7 
Jumo 213 E standard engine with VS 9 
propeller 6.5 
DB 603 G standard engine with VDM 
propeller 6.7 


As _ this performance comparison 
shows, the performance of the Ta 152 with 
Jumo 213 A (C) was almost identical with 
the DB 603 G alternate engine. Only with 
the Jumo 213 E engine was a performance 
in excess of 700 kph possible. 

In addition the Jumo 213 E possessed 
an increased maximum boost altitude of 10 
750 meters as the result of its two-stage su- 
percharger and three-speed gearing. 


The Prototypes Fw 190 V 19, Fw 190 V 20 


and Fw 190 V 21 


A total of three prototypes were pro- 
duced at Adelheide for the testing of the 
planned Focke-Wulf Ta 152 A series. All 
three were conversions of former Fw 190 
A-0 production machines which had origi- 
nally been planned as prototypes for the Fw 
90 C-1 series, which was not proceeded 
with. As a rule, at this time the conversion 
of production aircraft into prototypes took 
place at Adelheide (Delmenhorst) near Bre- 
men. The prototype aircraft were subse- 
quently flown to the Focke-Wulf test center 
at Hannover-Langenhagen for performance 
trials. Testing at Langenhagen had only be- 
gun in 1943. The original test sites were 


Bremen and later Hamburg-Wenzendorf. In 
addition to the testing of new designs, Lan- 
genhagen was also the site of production 
and assembly of the new twin-engined, all- 
wood Ta 154, which was planned as a high- 
speed night fighter. 

Construction of the two originally- 
planned prototypes for the TA 152 A-1 (TA 
152 V 1, WNr. 250 001 and TA 152 V 2, 
WNr. 250 002) was canceled. Both proto- 
types were supposed to receive the new 
wing (19.5 m2) and an armament of one 
MK 108 engine-mounted cannon and MG 
151 cannon above the engine and in the 
wing roots. 


Forward view of the 
Fw 190 V 20. The 
heavy exhaust staining 
from the flame damper 
installation is visible 
aft of the new ejector- 
type engine cowling. 
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Fw 190 V 20, Werk- 
nummer 0 042, registra- 
tion TI + IG, prototype 
for the Ta 152 A, now 
with flame dampers re- 
moved and conven- 
tional ejector exhausts. 
The aircraft made its 
first flight on 23 Novem- 
ber 1943 with Hans 
Sander at the controls. 


Me 209 V 5, SP + LJ, 
made its first flight on 
3 November 1943. It 
was the first prototype 
of the Me 209 A, acom- 
petitor of the Ta 152 A. 


Summary of Flight Testing Results 

In the initial phase of flight testing the Fw 
190 V 19 there were considerable problems 
with rough running of the Jumo 213 A en- 
gine. The reason for this was resonance 
phenomenon of the airframe with the en- 
gine caused by the Jumo 213 A’s high speed 
of 3,250 revolutions per minute. 

No _ significant improvement in 
smoothness could be achieved until the in- 
stallation of the Jumo 213 CV engine, 
which had a different firing sequence. Dur- 
ing the course of flight testing it was also 
discovered that the propeller also exercised 
a strong influence on the running smooth- 
ness of the engine. For example, the Fw 190 
V 20 with the Schwarz Company’s VS 9 
propeller experienced less vibration than 


with the Heine Company’s VS 9 which was 
installed on 4 February 1944. The reason 
was the unbalanced state of the propeller, to 
which the Jumo 213 reacted quite drastical- 
ly. 

During flight testing the Fw 190 V 19 
made a crash landing as a result of failure of 
the right undercarriage leg locking bolt. 
The damage was repaired, however, and it 
was possible to resume testing. 

The Fw 190 V 20 was the first aircraft 
to be fitted with the flame damper system. 
Focke-Wulf suspected that use of this sys- 
tem would result in a considerable loss of 
speed, which was confirmed during trials. 


With the flame damping installation the Fw 
190 V 20 achieved a maximum speed of 
657 kph at an altitude of 7,600 meters, or 


approximately 35 kph less than expected. 
During trials the Fw 190 V 21 exhibited ex- 
cessively low coolant temperatures at low 
outside air temperatures. This problem was 
solved by modifying the radiator gill actu- 
ating rods, resulting in a significant im- 
provement in the engine’s winter operating 
performance. 

The Fw 190 V 21 also encountered a 
problem with rough running of the engine, 
which like that of the V 20 was improved by 
installing a new propeller. The Fw 190 V 21 
had a somewhat modified flame damper in- 
stallation with an 85% straight cut exhaust 
gas collector pipe. In spite of this there was 


no improvement in maximum level speed 
compared to the Fw 190 V 20, which had a 
100% straight cut exhaust gas collector 
pipe. The Fw 190 V 21 achieved a maxi- 
mum speed of 540 kph at sea level and on 5 
May 1944 was handed over to the Rechlin 
Test Station for trials. Since the Ta 152 A se- 
ties did not come to fruition, the Fw 190 V 
20 and V 21 were supposed to be converted 
into test beds for the new Daimler Benz DB 
603 L engine for the planned Ta 152 C se- 
ries. On 5 August 1944, however, the Fw 
190 V 20 was heavily damaged in a bomb- 
ing raid on Langenhagen and was not re- 
built for testing of the Ta 152 C series. 


Front view of the Fw 
190 V 20, Werknummer 
0 042, registration TI + 
1G. The new, sharply 
curved supercharger 
air intake is clearly vis- 
ible. 


Rear view of the Fw 190 
V 20 with cooling gills 
open. 
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List of Prototypes 


i 


Werknummer: 


Registration: 


First flight: 


Power Plant: 


Purpose: 


Remarks: 


Fate: 


2 


Werknummer: 


Registration: 
First Flight: 
Power Plant: 


Purpose: 


Remarks: 


Fate: 


3 


Werknummer: 


Registration: 
First flight: 
Power Plant: 


Purpose: 


Remarks: 


Fw 190 V 19 

0041 

——— 

7 Suly 1943 

Junkers Jumo 213 A No. 100 152 082 
Jumo 213 A No. 100 152 160 
Jumo 213 ANo. 100 1570 009 


Investigation of handling qualities, engine performance flights and testing of the 
hydraulic system. 


Initially retained the tail surfaces of the Fw 190 D series then converted to new tail 
of the Fw 190 C series, which was similar to that of the TA 152. 

Fuselage extension 500 mm, no armament, later installation and testing of MK 103 
engine-mounted cannon. 

Conversion to flame damper installation planned but not carried out as a result of 
the crash of the V 19. 

Engine changed several times during the course of testing (see above). 


Crashed on 16 February 1944. 

Fw 190 V 20 

0042 

TI+IG 

23 November 1943 (pilot Hans Sander) 

Junkers Jumo 213 CV No. 100 1570 010 standard engine 

Testing of the flame damper installation, engine function checks, determination of 
horizontal speeds, effect of bulged engine cowling in flight, investigation of fuel 
supply system, static endurance runs, testing of the hydraulic system for undercar- 
riage and landing flaps. 

Fuselage extension 500mm, C tail, takeoff weight 3 900 kg, no armament, pressur- 
ized cockpit hood, flame damper installation was removed during testing. It was 
planned that the V 20 would become the V 20/U1 for testing of the new TA 152. C 
series (conversion to DB 603 L engine), conversion was not carried out after air- 
craft was heavily damaged in air raid on Langenhagen on 5 August 1944. 
Destroyed in bombing raid on Langenhagen on 5 August 1944. 

Fw 190 V 21 

0043 

TI+IH 

13 March 1944, pilot Bernhard Marschel 

Junkers Jumo 213 CV No. 100 1570 012 standard engine 

Testing of flame damper installation, function checks, determination of horizontal 
speeds, handling quality checks, beginning of speed, boost pressure and fuel con- 
sumption trials at low altitude, testing of hydraulic system. 

Fuselage extension 500 mm, C tail, takeoff weight 3 890 kg, no armament, wing 
area 19.5 m2, gun ports in engine cowling open, handed over to Rechlin Test Sta- 
tion on 5 May 1944. Was converted as Fw 190 V 21/U1 for testing of the TA 152 C 


series (DB 603 L engine installed), handed over to Daimler Benz for engine trials 
(DB 603 E) on 18 November 1944. 


Summary 

No serious shortcomings became apparent 
during the testing of the prototypes for the 
Ta 152 A series. 

The flame damper installation origi- 
nally planned for the series had such a nega- 
tive effect on performance that it was offi- 
cially dropped on 18 April 1944. But by that 
time the Ta 152 A was fully ready for pro- 
duction. The RLM’s decision not to build 
the Ta 152 A in quantity was therefore all 
the more inexplicable, for the Focke-Wulf 
Ta 152 A’s performance was clearly superi- 
or to that of the Fw 190 A with the BMW 
801 radial engine at altitudes above 5,000 
meters. The choice of power plants, espe- 
cially the Jumo 213 E with three-gear trans- 
mission and two-stage supercharger then in 
development, suggested significant room 
for development. The Jumo 213 A (C), 
equipped with a single-stage supercharger 
and a two-gear transmission, had mean- 
while achieved the necessary level of reli- 
ability and was successfully installed in the 
Fw 190 D-9 series from September 1944. 


oo 


Top: 

Right side view of the 
Fw 190 V 20 with the 
new supercharger air 
intake and flame 
damper installation 
with straight-cut col- 
lector pipe. 


Center: 

Left side view of the 
Fw 190 V 20 with de- 
tail view of the new 
flame damper installa- 
tion. 


Bottom: 
View of the flame 
damper installation 
with engine cowling 
removed. 
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Fw 190 V 21, third pro- 
totype of the Ta 152 A, 
with flame damper in- 
stallation, hydraulic 
undercarriage and full 
camouflage scheme. 


Three quarter view of 
the Fw 190 V 21, WNr. 
0 043, registration TI + 
IH. In contrast to the 
Fw 190 V 20, the V 21 
had a straight-cut col- 
lector pipe. 
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Jagdflugzeug Ta 152A (libersichtszeichnung) 


mit Jumo 213A Einheitstriebwerk, 
und Fla.V. Anlage 


Jagdflugzeug Ta 152A (Langsschnitt) 


mit Jumo 213A ETW und GM1-Anlage, 
und Fla.V. Anlage 
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Gewichtsaufstelblung 
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Jumo 213.4 | Jumo 213m | 
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Bei Einbau der Motorkanone MK 103 statt MK 108 bei gleicher Hunitionsmenge 
(60 Schu6) erhthen sich obige FPluggewichte um 105 ke. 

Die den Leistungsrechnungen zugrundegelegten Gewichte unterscheiden sich 
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Versuchsmuster Fw 190 V 20, Werknr.: 0042, Kennung TI + IG, fiir Ta 152 A - Serie 


Langer Laderlufteinla8 mit FlaVAnlage Langer Laderlufteinla8 mit normaler Schubstrahlanlage 


The Heavy Fighter — The Ta 152 B-5 


In autumn 1944 the RLM conducteda a  Jumo213E power plant 
Strict rationalization of aircraft types which b Armament of one MK 103 engine- 


meant the end of the Me 410, a classic Zer- mounted cannon and two MK 103 in 
strer (heavy fighter). As a result the poten- the wing roots 

tial roles of the Ta 152 came to include that c — Possible use of MW 50 injection. 

of the heavy fighter, which in the past had From the beginning it was intended 


always been a twin-engined machine. In or- __ that the Ta 152 B-5 would be manufactured 
der to meet the RLM’s requirements Focke- with bad weather equipment as the Ta 152 
Wulf developed the Ta 152 B-5 Zerstérer. B-5/R11. In January 1945 it was originally 
The Ta 152 B-5 used the same airframe as _ planned that production would begin at Erla 
the Ta 152 C-3 but with the following in May 1945 and Gotha in July 1945,' how- 
changes: ever two months later the question of pro- 


TA 152 B-5 Specification 


Purpose: Single-seat heavy fighter 

Configuration: Single-engine, low-wing cantilever monoplane with hydraulically retractable 
undercarriage 

Power Plant: Jumo 213 E with methanol-water injection (MW 50) 

Dimensions: Wing area 19.5 m2 
Wingspan 11.0m 
Aspect ratio 6.2 
Vertical tail area 1.77 m2 
Horizontal tail area 2.82 m? 
Maximum length 10.8m 
Maximum height 3.38m 

Normal takeoff weight: TA 152 B-5 heavy fighter mission 5,450 kg 

Armament: TA 152 B-5 


2 MK 103 in wing roots with 44 rounds per gun 
1 MK 103 engine-mounted cannon with 80 rounds 


Armor: Engine armor 10/6 mm 62kg 
Cockpit armor 20, 15, 10, 8,5 mm 88 kg 
Armored windscreen 70 mm 


Equipment: FuG 16 ZY, FuG 25a, FuG 125, K 23 autopilot, Revi 16b 
Fuel Capacity: TA 152 B-5 
Normal in fuselage: 5941B4 
Additional 6 wing tanks 4701B4 
Drop tank under fuselage 3001B4 
Performance: Maximum speed: 529 kph at sea level at emergency power (5 min.) 


Maximum speed: 683 kph at 10,700 m at emergency power (5 min) 
Maximum speed: 710 kph at 9,500 m 
Maximum ceiling using MW 50: 11,600 m 


Range: 1,165 km without 300-1 drop tank 


' Focke-Wulf production 
type overview 3/1/ 
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Side view of the Fw 190 
V 68, DU + JC, Werk- 
nummer 170 003, MK 
103 weapons test-bed for 
the Ta 152 B. 


? Focke-Wulf production 


type overview 21/3/ 
1945. 


duction was again thrown completely open 
on account of the war situation? 

In order to test the wing-mounted MK 
103 cannon, the Fw 190 V 53, Werknummer 
170 003, registration DU + JC, which had 
originally served to test the Fw 190 D-9, 
was converted into an MK 103 test bed as 
the Fw 190 V 68. The Fw 190 V 68 was not 
ready to begin testing until 13 December 
1944, and at the end of 1944 it was deliv- 
ered to the Tarnewitz Testing Station for 
weapons trials. 


ips: v7 


Three further prototypes built at Sorau were 
supposed to take part in the preliminary testing of 
the Ta 152 B-5: Ta 152 V 19 (WNr. 110 019), Ta 
152 V 20 (WNr. 110.020), and Ta 152 V 21 built to 
Ta 152 B-S/R11 standard. Although it was antici- 
pated that the V 19 and V 20 would be ready to fly 
in March 1945 and the V 21 in April, no maiden 
flights were made by these prototypes by 13 March 
1945. Thus the only prototype to be tested was the 
V 68, which was fitted with wheel well doors. 


Detail view of the MK 
103 in the wing root, 
wheel well cover 
clearly visible. 


MK 103 fairing on the 
right wing, undercar- 
riage position indica- 
tor rod clearly visible. 


Ta 152 B-5, MK 103 
installed in right wing. 
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Fw 190 V 21/U1, en- 
gine test-bed for the Ta 
152 C, after conversion 
to the DB 603 E. 


Development of the Fighter-Bomber 


The Focke-Wulf Ta 152 C 


The development and design of the Ta 
152 C was essentially based on the follow- 
ing requirements issued by the RLM: 


1 Forincreased performance, installa- 
tion of the DB 603 LA or DB 603 Lin 
the Fw 190A series airframe with the 
minimum possible changes and maxi- 
mum possible use of existing jigs and 
tools, ensuring that installation of the 
Jumo 213 E would be possible. 


2 Strengthening of the central armament, 
in particular installation of an MK 103 
or MK 108 engine-mounted cannon. 
The requirement for minimum possi- 
ble modifications also applied here. 


3 Installation of larger 740x210 wheels 
to cope with the increased takeoff 
weight resulting from the above 
changes. 


4 Incorporation of a wing tank system 
for increased range without compro- 
mising the external aerodynamics. 


By the beginning of 1944 it was al- 
ready apparent that there was little develop- 
ment potential left in the Fw 190 powered 
by the BMW 801 radial engine. The perfor- 
mance differential became even more 
marked with the appearance over the Ger- 
man Reich of the latest high-performance 
Allied fighter aircraft (P-47D Thunderbolt, 
P-51D Mustang, Spitfire XIV and Tempest 
V). While these Allied fighters were all ca- 
pable of maximum speeds of around 700 
kph, the Fw 190’s maximum speed was re- 
duced by additional armor and increased 
weight. It was therefore obvious that the 
only way to close the gap was with a higher 
performance version in the form of the Ta 
152. 


Technical Specification No. 290 for the Ta 152 C dated 5 January 1945 


Ta 152 C-1 and C-3 Specification Sheet 


Type: Single-seat fighter aircraft (fighter-bomber) 
Configuration: Single-engine, low-wing cantilever monoplane with hydraulically retractable un- 
dercarriage. 
Structural strength: Load coefficient of 6.3 at medium fighter mission weight of 5 000 kg 
Power Plant: DB 603 LA with methanol-water (MW 50) 
Later DB 603 L with supercharger intercooler 
Dimensions: Wing area: 19.5 m* 
‘ Wingspan: 11.0m 
Aspect ratio: 6.2 
Vertical tail area: 1.77 m2 
Horizontal tail area: 2.82 m2 
Maximum length: 10.80 m 
Maximum height: 3.38m 
(at right angle to propeller) 
Mainwheels: 740x210 mm 
Tailwheel: 380x150 mm 
Normal takeoff weight: 
Fighter mission TA 152 C-1 5,300 kg 


Fighter-bomber mission TA 152 C-15 500 kg 


Armament: TA 152 C-1 


2MG 151/20 in upper fuselage with 150 rounds per gun 
2MG 151/20 in wing roots with 175 rounds per gun 
1 MK 108 engine-mounted cannon with 90 rounds 


TA 152 C-3 


2MG 151/20 in upper fuselage with 150 rounds per gun 
2MG 151/20 in wing roots with 175 rounds per gun 
1 MK 103 engine-mounted cannon with 80 rounds 


Armor: Engine armor 10/6mm 


62kg 


Cockpit armor 20, 15, 10,8,5mm_ 88kg 
Armored windscreen 70 mm 


Total weight of armor 


1S0kg 


Equipment: FuG 16 ZY, FuG 25a, FuG 125, K 23 autopilot, Revi 16b 


Fuel Tanks: TA 152 G-1, C-3 


Normal in fuselage: 5941B4, 1401 MW 50 
Additional 6 wing tanks 4701 B4 
Drop tank under fuselage 300 1 B4 


The standard version originally 
planned for this role, the Ta 152 B powered 
by aJumo 213 E, did not come to fruition at 
first on account of a change in plans by the 
RLM. Therefore the version now designat- 
ed Ta 152 C was to be built with the DB 603 
L without the supercharger intercooler but 
with MW 50 injection, however a change to 
the Jumo 213 E ata later date was to remain 
a possibility. 


In contrast to the planned Ta 152 B, the 
Ta 152 C was to have no outboard wing ar- 
mament, instead from the first aircraft it 
would have unprotected bag tanks in the 
wings. Other changes included new control 
linkages and propeller pitch control mecha- 
nism and anew MW 50 system. 

Another interesting development was 
the design of the Ta 152 C as a torpedo car- 
rier. This development work resulted in the 
Ta 152 C-1/R14, but the torpedo installa- 
tion proceeded no further than the mockup 
stage. 
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Ta 152 V 6, Werk- 
nummer 110 006, VH + 
EY, was the first pro- 
totype of the Ta 152 C. 


Detail view of the front 
end of the Ta 152 C V 
7 with heavy exhaust 
staining on the engine 
cowling. 


Fuselage 

The following significant changes were 
made to the fuselage compared to that of the 
Fw 190 A-8: 

The increased space required for the 
MK 103 engine-mounted cannon and the 
fuselage-mounted MG 151s made it neces- 
sary to lengthen the forward fuselage by 
772 mm. In order to limit the procurement 
of new jigs and tools to an absolute mini- 
mum, the fuselage extension was bolted 
onto the existing engine attachment points. 
The wing, which had to be moved forward 
420 mm for center of gravity reasons, was 
attached in the center of the extension sec- 
tion. The relocation of the wing also made it 
necessary to move the rear spar attachments 
and the corresponding fuselage bulkheads. 
The resulting change in the mounting of the 
forward tank made it necessary to redesign 
the tank compartment cover and the side 
skinning in the affected area. 

In order to avoid having to accept a re- 
duction in stability, especially directional 
stability as a result of the lengthened engine 
compartment, the aft fuselage was length- 
ened by inserting a 0.5-meter-long cylindri- 
cal section. The latter also served to accom- 
modate the oxygen bottles and compressed 


air bottles for the engine-mounted cannon 
which had been moved aft for center of 
gravity reasons. 


Undercarriage 

The undercarriage leg including shock strut 
and mounting was retained. The former 
electric drive was changed to a hydraulic 
system. Larger 740 x 210 wheels were in- 
stalled on account of the aircraft’s increased 
takeoff weight. 


Control Surfaces 
The ailerons, rudder, elevators and horizon- 
tal stabilizer were retained. The landing 


flaps were retained with minor modifica- 
tions resulting from relocation of the actua- 
tors. The vertical fin was enlarged to 1.77 
m’. At the same time a strengthened tail- 
wheel assembly was fitted with tire mea- 
surements of 380x150 mm. 


Front view of the 
Daimler Benz DB 603 
L, which was planned 
for the production Ta 
152 C. 


Rear view of the new 
Daimler Benz DB 603 
L engine, which was 
also supposed to be in- 
stalled in the Dornier 
Do 335, 
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Daimler Benz DB 603 
E engine, which was 
supposed to be in- 
stalled in initial pro- 
duction Ta 152 Cs. 


Flight Control System 

The control system was largely retained, 
however the revised position of the wing 
and the fuselage extension resulted in some 
changes in the control linkages. 


Wing Assembly 

In order to provide propeller clearance 
from the larger wheels, it was necessary to 
move the latter outboard by 250 mm. This 
was made possible by increasing the span 
of the existing wing from 10.5 to 11 meters, 
which was achieved by inserting a 0.5- 
meter spar section in the center of the wing. 
In turn this made it necessary to redesign 
the wing-fuselage junction. As a result of 


the greater wingspan and the increase in the 
product of n x G, it became necessary to 
strengthen the skinning in the area of the in- 
ner wing. In order to facilitate repairs, it was 
planned to replace the former one-piece 
wing with a two-piece structure with a sep- 
aration point on the aircraft centerline. The 
separation point consisted of wedge-shaped 
butt straps which were bolted to the top and 
bottom flanges of the forward spar. 


Power Plant 

Initial production machines were to be 
powered by the DB 603 E; however, the DB 
603 LA, which had a considerably better 
high-altitude performance, was planned for 


the Ta 152 C-1 and C-3. Methanol-water in- 
jection (internal cooling) was used to deal 
with the increased temperature of the super- 
charged air produced by the supercharger. 


The consumption of the methanol-water 
mixture (MW 50) was 90 liters per hour at 
climb and combat power and 190 liters per 
hour at takeoff and emergency power. For 
thermal reasons, takeoff and emergency 
power could only be used for three periods 
of ten minutes. The DB 603 LA was later re- 
placed by the DB 603 L, which was 


equipped with a supercharger cooler in- 
stead of MW 50 internal cooling. The su- 
percharger air cooler acted as a heat ex- 
changer, bleeding its heat through a seg- 
ment of the annular radiator. 


Pertinent Data on the DB 603 LA 
Power Plant 
Engine type: 


* — Liquid-cooled, twelve-cylinder, in- 
line engine with two-stage supercharg- 
er: gearing | : 1.93 
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Detail view of the new 
engine cowling and su- 
percharger air intake 
of the Ta 152 C. 


Detail view of the ex- 
hausts and MG 151/20 
wing cannon of the Ta 
152 V 6. 


¢ — Liquid cooling: drum radiator with ra- 
dial flow-through, radiator frontal area 
58 dm’. 


¢ Lubricant cooling: nose radiator with 
axial flow-through, radiator frontal 
area 9 dm’. 


¢ Fuel: 87-octane B4, later 100-octane 
C3. 


Propeller: three-bladed variable-pitch pro- 
peller with VDM hub and wooden blades. 
Propeller diameter 3.60 m. Blade width 
12.2%. 


Fuel System 

It was possible to retain the 233-liter for- 
ward fuel tank from the Fw 190 A-8 series 
unchanged, however it was moved forward 
in keeping with the revised wing position. 


As a result it was possible to increase the 
capacity of the rear tank by 70 liters to a to- 
tal of 362 liters. This increased standard 
tankage to a total of 595 liters. The tanks 
were protected tanks with the following 
wall thicknesses: sides and bottom 16 mm, 
top 12 mm. 

For increased range the following aux- 
iliary tank installations were planned: 


Ta 152 C-0 

A 300-liter drop tank which was attached to 
an aerodynamically faired external mount, 
the so-called “TA 152 Tank Carriage,” by 
grommets. Fuel transfer by supercharger 
alr. 


Ta 152 C-1, C-3 

Six unprotected bag tanks in the wing with 
a total capacity of 470 1. Fuel transfer by su- 
percharger air. The tanks were installed 
through access ports in the underside of the 
wing. For longer-range missions the 300-li- 
ter drop tank (eventually a 600-liter tank) 
described above could be used. 


Lubrication System 

The oil tank, with a total capacity of 72 li- 
ters, was installed on the right side of the 
forward fuselage extension next to the en- 
gine cannon. It was largely protected 
against fire from ahead by the engine. The 
tank’s capacity of 61 liters was sufficient 
for operations with the fuselage tankage of 
594 liters and the 300-liter auxiliary tank 
with a cold start mixture of 25 percent. For 
missions with greater tankage the cold start 
mixture had to be reduced accordingly. 


Standard Equipment 

Equipment was largely taken from the Fw 
190 A-8 series. Exceptions included the hy- 
draulic systems made necessary by the 
change to hydraulic undercarriage and 
landing flaps as well as minor modifica- 
tions resulting from the installation of the 
DB 603 LA. 

The most important planned equip- 
ment included: FuG 16 ZY radio system 
(transmit and receive), FuG 25a IFF set, 
FuG 125 radio guidance set, remote reading 


Pertinent Data on the Prototypes of the Ta 152 C-1 Series 


Fw 190 V 21/U1 
Werknummer: 
Registration: 
First flight: 
Power plant: 
Purpose: 
Remarks: 


Ta 152 V6 
Werknummer: 
Registration: 
First flight: 
Power plant: 
Purpose: 


Remarks: 


Armament: 


Ta 15S2V7 
Werknummer: 
Registration: 
First flight: 
Power plant: 
Purpose: 


Remarks: 


Armament: 


Ta 152V8 
Werknummer: 
Registration: 
First flight: 
Power plant: 
Purpose: 


Remarks: 


Armament: 


0043 

TI+IH 

3 November 1944, pilot Marschel 

Daimler Benz DB 603 E, serial no. 525 (B1 engine V 17) 

Engine test-bed for the Ta 152 C-1 series 

On 3 November 1944 pilot Marschel ferried the Fw 190 V 21/U1 from Adelheide to 
Langenhagen. On 18 November 1944 the V 21/U1 was handed over from Daimler 
Benz to Focke-Wulf at Langenhagen and on 19 November was ferried by Fw. Albrecht 
to Echterdingen (Daimler Benz). Daimler Benz began conversion to the DB 603 LA V 
16, First flight by the V 21 with this engine on 10 December 1944. 

Flight testing of the V 21/U 1 by Daimler Benz with the DB 603 LA is known to have 
continued until March 1945 


110.006 

VH+EY 

12 December 1944, pilot Miirschel 

Daimler Benz DB 603 EC serial no, 01300145 (B1 engine V 19) 

General function checks, testing of the hydraulic system, horizontal flights at combat 
and emergency power, climbing flights at combat power to determine rate of climb 
Wing area 19.5 m’, MW 50 system installed, heated canopy side panels, wooden land- 
ing flaps, C tail with 500-mm fuselage extension, 35 kg ballast in fuselage, later integral 
engine cowling. Takeoff weight: 4 370 kg, ETC 503 in fuselage. 

The V 6 was ready to fly on 6 December 1944. On 17 December Mairschel ferried the V 
6 from Adelheide to Langenhagen (see flight report). 

2MG 151 in fuselage and 2 MG 151 in wing roots. 


110 007 

CI+XM 

8 January 1945, pilot Miirschel 

Daimler Benz DB 603 engine cowling, serial no. 0130 0147 (B1 engine V 20) 

General function checks, testing of the hydraulic system, horizontal flights at combat 

and emergency power. Climbing flights at combat power to determine rate of climb. 

Wing area 19.5 m*, MW 50 system installed. Integral engine cowling, heated side pan- 
“els, wooden landing flaps, C tail with 500-mm fuselage extension. Ballast 9.2 kg. 

The V7 was ready to fly on 5 January 1945. Ferried from Adelheide to Langenhagen by 

pilot Marschel on 16 January. Hans Sander test flew the V 7 at Langenhagen on 27 Jan- 

uary, 3 February and 6 February 1945. Conversion from DB 603 EC to DB 603 LA did 

not take place at Langenhagen until March 1945. 

2MG 151 in fuselage and 2 MG 151 in wing roots. 


110 008 

GW+QA 

15 January 1945, pilot Miirschel 

Daimler Benz DB 603 EC serial no. 0130 0150 (BI engine V 21) 

General function checks, testing of the hydraulic system, horizontal flights at combat 
and emergency power. Climbing flights at combat power to determine the rate of climb. 
Wing area 19.5 m?, MW 50 system installed, integral engine cowling, heated side pan- 
els, wooden landing flaps, C tail with 500-mm fuselage extension. The V 8 was ready to 
fly on 14 January 1945. Bernhard Marschel ferried the V 8 from Adelheide to Langen 
hagen on 20 January 1945. Testing of the Ta 152 V 8 by the Rechlin Testing Station 
began in February 1945. 

2MG 151 in fuselage, 2 MG 151 in wing roots. 
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Rear side view of the 
Ta 152 C in the winter 
of 1945. 


compass, turn and bank indicator and the 
usual monitoring and navigation equip- 
ment, LGW K 23 automatic pilot. 


Specific Equipment 

Guns: 

Ta 152 C-0, C-1: 2 MG 151/20 (20-mm) in 
upper fuselage with 150 rounds per gun, 2 
MG 151/20 in wing roots with 175 rounds 
per gun, | MK 108 engine-mounted cannon 
(30-mm) with 90 rounds. 

Ta 152 C-3: 2 MG 151/15 (15-mm) in 
upper fuselage with 150 rounds per gun, 2 
MG 151/15 in wing roots with 175 rounds 
per gun, | MK 103 engine-mounted cannon 
(30-mm) with 80 rounds. 

Additional: 2 weapons 

Of the above weapons the four MG 
151 fired through the propeller disc and 


Ta 152 C-1/C-3 Armor 


Armor thickness (mm) Armor Weight (kg) 
Forward ring armor (engine) 15 315 
Rear ring armor (engine) 8 30.0 
Armor in front of windscreen 15 14.0 
Armored windscreen 70 22.5 
Back armor 8 18.2 
Shoulder protection 5 29) 
Armor plate on bulkhead 55 4 
Head armor 20 20.0 
Total weight of armor 150.0 
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were controlled electrically. Various types 
of rocket projectile could be mounted be- 
neath the wings. 


Gravity Weapons 

The carriage beneath the fuselage of bombs 
up to 500 kg was planned for fighter-bomb- 
er operations. The bombs were mounted on 
a Type 503 rack installed in the wing center 
section in front of the forward spar. The 
bombs were supported by four aerodynami- 
cally-shaped, adjustable support arms be- 
neath the fuselage. When an external stores 
rack was installed the Ta 152 tank carriage 
described under “Fuel System” was used. 


Passive Protection 

Cockpit armor was expanded and strength- 
ened in keeping with the increased de- 
mands resulting from the heavier armament 
carried by Allied machines. Further 
strengthening, in particular the back armor 
to 15 mm, was planned. 


Structural Strength 

A load coefficient of 6.3 was calculated for 
the medium fighter weight of 5,000 kg. The 
certain negative load coefficient was —3.0. 
For the fighter-bomber mission with a 500- 
kg bomb and a weight of 5,500 kg the load 
coefficient was 5.6. Engine bearer load co- 
efficient was 6.8. 


The Prototypes Fw 190 V 21/U1, 

Ta 152 V 6, Ta 152 V7, Ta 152 V8 

In the beginning no less than seventeen pro- 
totypes were planned for the new Ta 152 C 
series.'! Of these sixteen were to be con- 
structed as completely new aircraft in the 
Sorau factory. Another test-bed was to be 


created by converting the Fw 190 V 21, 
which would become the Fw 190 V 21/U1. 
There were no plans to rebuild the Fw 190 
V 20, which had been badly damaged in a 
bombing raid on Langenhagen on 5 August 
1944, in order for it to take part in the Ta 152 
C program. 

These plans could not be brought to 
fruition because of rapid developments in 
the military situation. Therefore the follow- 
ing reorganization of the test series took 
place: 

1 Fw190V21/U1 

Werknummer 0043, engine test-bed 
2 Tal52V6 

Werknummer 110 006, Ta 152 C-0 


Front view of the Ta 
152 V7, Cl + XM. 


Front view of the Ta 
152 V 7, which was 
converted to the new 
integral engine cowl- 
ing. 


‘ Development report Ta 152 
C series—standard figh- 
ter—dated 24 August 
1944, sheet XVII a 1-a 3. 
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Side view of the con- 
verted Ta 152 V 7, 
Werknummer 110 007, 
in the spring of 1945, 


* Development report Ta 152 
C-3 with MK 103 en- 
gine-mounted cannon 
dated 16 January 1945. 


3 Tal52V7 

Werknummer 110 007, Ta 152 C-0/R11 
4 Tal52V8 

Werknummer 110 008, Ta 152 C-0 with 
EZ 42 (lead-computing gunsight system) 

These prototypes were to be used for 
preliminary testing in preparation for the 
planned Ta 152 C-1 production variant. The 
prototypes actually earmarked for the Ta 
152 C-1 series, the Ta 152 V 10, V 11 and V 
12 (WNr. 110010— 110012) were canceled 
on 18 October 1944. 

Two further prototypes for the planned 
Ta 152 C-3 series, which had a different ar- 
mament package than the C-1, were: 

Ta 152 V 16, Werknummer 110016 

Ta 152 V 17, Werknummer 110017. 

The Ta 152 V 18, Werknummer 110 
018, originally planned as the C-4/R11, was 


“canceled on 28 December 1944. Because of 


conditions in the prototype shop, on 16 Jan- 
uary 1945 Focke-Wulf announced that 
these prototypes were not to be expected 
before April-May 1945. Therefore, two 
original Ta 152 H-0 would serve to test the 
MK 103 engine-mounted cannon planned 
for the Ta 152 C-3: 

Ta 152 V 27, Werknummer 150027 

Ta 152 V 28, Werknummer 150 030. 

It was planned that both would be con- 
verted to the DB 603 E with MW 50 instal- 


lation,* however both machines would re- 
tain their original Ta 152 H configuration in 
order to save time. The following equip- 
ment state was anticipated: MK 103 en- 
gine-mounted cannon, no weapons in upper 
fuselage, two MG 151 in wing roots, wing 
area unchanged at 23.5 m’. 

The Ta 152 V 27, Werknummer 150 
028, was supposed to be ready to fly on 7 
February 1945, the Ta 152 V 28, Werknum- 
mer 150.030, on 18 February 1945. Chief 
test pilot Hans Sander flew 150 030 at Lan- 
genhagen on | and 2 February 1945. 


Summary 

The DB 603 LA engine planned for the pro- 
duction aircraft was not available for instal- 
lation in prototypes for the Ta 152 C-1 se- 
ries at first. Therefore further difficulties 
were to be expected during installation and 
testing of the DB 603 LA. The large super- 
charger air intake caused problems during 
testing, tearing several times in spite of re- 
inforcement of the bottom of the intake. It 
was assumed that the cause was a vibration 
fracture produced by a too narrow cross- 
section for the pulsating exhaust jet be- 
tween the bottom of the supercharger air in- 
take and the upper surface of the wing. Nev- 
ertheless, during the course of testing there 
was significantly less criticism of the DB 


603 E engine used compared to the Jumo 
213 E. 

During trials the Ta 152 V 6 (DB 603 
E) achieved the following maximum 
speeds: 

Combat power (2,500 rpm, 1.45 ata 
boost) 547 kph at sea level, 647 kph at max- 
imum boost altitude, emergency power 
(2,700 rpm, 1.95 ata boost) 617 kph at sea 
level, 687 kph at maximum boost altitude. 

The poor CG position of 0.724 was 
found to result in unacceptably high insta- 
bility about the roll axis on the Ta 152 V 6. 
Not until CG positions of 0.66 to 0.68 could 
beginning stability be detected. At the same 
time, stability about the vertical axis be- 
came so bad after installation of the ETC 
503 that operations by the units with the 
standard stores rack would have been im- 
possible. A significant improvement could 
be achieved by using a drop tank with stabi- 
lizing fins, however it was doubtful wheth- 
er this change could have been implement- 
ed by the units on a large scale. 


Planned Start of Production for the Ta 
152 C 

The DB 603 E was to be used as a stop-gap 
at the start of production of the Ta 152 C. 


Detail view of CI + 
XM’s wing root weap- 
ons installation and su- 
percharger air intake. 


Detail view of the Ta 
152 V7. The DB 603 E/ 
LA’s engine cowling 
and supercharger air 
intake are clearly vis- 
ible. 


Detail view of the Ta 
152 V 7’s tail. 
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Detail view of CI + 
XM’s fuselage. 


Not until after production was under way 
would the DB 603 LA with its considerably 
better high altitude performance be intro- 
duced. The following factories were ear- 
marked for series production of the Ta 152 
C-l: 

Ta 152 C-1/R11: ATG Company in Leipzig 
Start of production: March 1945 

Ta 152 C-1/R11: Siebel Company in Halle 
Start of production: March 1945 

Ta 152 C-1/R11: MMW-Mimetallwerke 
Company in Erfurt 

Start of production: March 1945 

Plans for the GFW and Roland compa- 
nies to begin production in May 1945 were 
canceled. : 

The Ta 152 C-11/R11 was a special 
variant of the Ta 152 C-1. Since the MMW 
firm was originally earmarked to produce 
the Ta 152 E reconnaissance aircraft, which 
did not come to fruition, it was decided that 
the E-series fuselages could be used for the 
C-series. Beginning in April 1945, produc- 
tion was supposed to switch to the original 
Ta 152 C-1 without camera mounts and fu- 
selage cut-outs. It is known that work had 
begun in Erfurt on a batch of 30 Ta 152 E-1 
reconnaissance machines. Unfortunately 
there is no information on Werknummern of 


these machines or the engines used. At least 
two Ta 152s left the production site in Er- 
furt-North (see Employment of the Ta 152 
H by JG 301). On 15 April 1945 the Ameri- 
cans found two flyable Ta 152s there (in- 
cluding 150 167), one burnt-out Ta 152 and 
a further 40 Ta 152 fuselages. 

There is photographic evidence that 
production of the C-1 series was also begun 
by ATG in Leipzig. As well, three Ta 152s 
without engines were found at the Siebel 
factory in Halle-Schkeuditz. According toa 
serial number list dated 7 July 1944, pro- 
duction of the Ta 152 C-1/R11 by Siebel 
was to be assigned production block 36 
(Werknummern in the 360 range) and ATG 
production block 92 (Werknummern in the 
920 range). Plans to initiate production of 
the Ta 152 C in March and April 1945 were 
thrown into disarray by delays in testing the 
DB 603 LA. Concerning the status of the 
DB 603 LA, the FLE. group of the chief of 
air armaments issued the following be- 
tween 22 and 28 January 1945: 

Considerable changes required for op- 
erational suitability. According to the DB 
modernization list of 10 January 1945, all 
engines of the experimental and develop- 
ment series must be modified. Modifica- 
tions not yet tested in endurance trials. 


The Rechlin Testing Station’s request 
for broad-based testing of at least twenty Ta 
152 Cs in the manner of the Ta 152 H trials 
detachment proved impossible on account 
of the military situation. 


Variants of the Ta 152 C 

The Ta 152 C was conceived as a medium 
altitude fighter and fighter-bomber and un- 
like the Ta 152 H it did not have a pressur- 
ized cockpit. The Ta 152 C was also the first 
Ta 152 which was supposed to be equipped 
with the new Daimler Benz DB 603 LA en- 
gine still under development. Unlike the 
later planned DB 603 L (9-8603 B1/TL), 
the DB 603 LA (9-8603 BI/TLA) did not 
have a supercharger intercooler, therefore 
methanol-water injection was necessary for 
the provision of emergency power. This 
was not the case with the DB 603 L and 
therefore the MW 50 could be used entirely 
to boost performance. The DB 603 L devel- 
oped 1,870 H.P. for takeoff, and this could 
be increased to 2,250 H.P. As was the case 
with the Ta 152 H, production of the Ta 152 
C was to begin with a pre-production series, 
the Ta 152 C-0. The pre-production aircraft 
differed from the production machines in 
that they lacked the new wing with six bag 
fuel tanks (470 I). The Ta 152’s remaining 


fuel was carried in the fuselage, with a for- 
ward tank holding 233 liters of B4 and a 
rear tank with a capacity of 362 liters. The 
140-liter MW 50 tank was installed behind 
Bulkhead 8 and was sufficient for about 
thirty minutes of operation; for thermal rea- 
sons, however, use of MW 50 was restricted 
to three periods of ten minutes. In addition a 
300-liter drop tank could be carried. Delays 
in delivery of the DB 603 LA led to the deci- 
sion to allow construction of the Ta 152 C-0 
to begin with the DB 603 E (power plant 9- 
8603 BI/TEA). The bad-weather equip- 


Blown-up Ta 152 C with 
DB 603 LA engine at 
ATG in Leipzig-Mock- 
au after the war. 


Specification for the Ta 152 C-1/R14 from the Focke-Wulf 


Comparison: 
Power plant: DB 603 LA 
Armed with 2 MG 151/20 (2 x 250 rounds) 
Payload: LT IB short torpedo 780 kg 
or LT IB long 850 kg 
C-I/R14 C-1/R14 with wing tanks 
Weight with short torpedo: 5,440 kg 5,780 kg 
Weight with long torpedo: 5,500 kg 5,850kg 
Fuel; 5921B4 10621B4 MW SO: 
1401 1401 
Return flight at altitude 
of 3000 m: 558 kph 607 kph 
552 kph 601 kph 
Range: 540km 1,040 km 
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Tail of a Ta 152 C, 
Werknummer 500 645, 
found toward the end of 
the war. 


ment set (Riistsatz) R11, consisting of the 
FuG 125, the LGW K 23 automatic pilot 
and heated canopy, was intended for both 
the Ta 152 C-0 and C-1. Stability problems 
similar to those encountered by the Ta 152 
H led to a reevaluation of the Ta 152 C-1 on 
9 March 1945. The tank arrangement was 
revised, as a result of which the left inner 
and middle wing tanks with a combined ca- 
pacity of 150 liters were switched to MW 
50 and the 140-liter MW 50 tank located be- 
hind Bulkhead 8 was dropped (Ta 152 C-1/ 
R31). Ta 152 C-1/R11s already built were 


to be limited to 115 liters of MW 50 or 280 
liters of fuel in the aft 362-liter tank. 

All later versions of the Ta 152 C dif- 
fered only in having modified weapons sys- 
tems or different radio equipment. While 
the Ta 152 C-1 was armed with two MG 
151/20 in the fuselage, two MG 151/20 in 
the wing roots and one MK 108 engine- 
mounted cannon, the Ta 152 C-3 was sup- 
posed to be equipped instead with two MG 
151/15 in the fuselage, two MG 151/15 in 
the wing roots and one MK 103 engine- 
mounted cannon. Instead of the FuG 16 ZY 
the Ta 152 C-2 and C-4 were to be equipped 
with the FuG 15. Neither series came to fru- 
ition, as it was no longer possible to set up 
the ground organization necessary for use 
of the FuG 15. 

The Ta 152 C-5’s armament initially 
consisted of five MG 151/20 cannon, but 
this was later changed. The new weapons 
set consisted of a MK 103 engine-mounted 
cannon and one MK 103 in each wing root. 
This version was later realized as the Ta 152 
B-5 powered by the Jumo 213 E. The last 
version was the Ta 152 C-11/R11, which 
made use of the fuselage of the E-1 recon- 
naissance variant under construction by 
MMW in Erfurt. This version was born of 
necessity, for the original production sites 
for the Ta 152 C were unable to begin pro- 
duction because of war developments or 
had already been largely destroyed. 

The Ta 152 C-1/R 14 was the only Ta 
152 variant designed as a torpedo carrier by 
Focke-Wulf. The RLM did not issue the de- 
velopment order for the Ta 152 C torpedo 
carrier until 12 December 1944. The result 
was a comparison of the Fw 190 F, Fw 190 
Dand Ta 152 C-1/R 14, after which Focke- 
Wulf came out against a version of the Ta 
152 C-1/R14 because the reduction in di- 
rectional stability caused by the large for- 
ward lean of the torpedo and the degree of 
airframe modification were considerably 
greater than that of the Fw 190 F or Fw 190 
Dz. 


Another negative point was the fact 
that the Ta 152 C had yet to enter series pro- 
duction, which would mean a serious delay 
in production of the first prototypes. Never- 
theless, a trial torpedo installation was 
made on the Ta 152 V 7 (WNr. 110 007, CI 
+ XM) in March 1945. Focke-Wulf intend- 
ed to use this mock-up to investigate the air- 
craft’s altered flight characteristics. 


The fuel system consisted of two stan- 
dard fuel tanks in the fuselage with a com- 
bined capacity of 592 liters plus a 140-liter 
MW 50 tank in the fuselage. The aerial tor- 
pedo rack (Type 504) was also designed to 
carry the BT 1400 (Fw 190 C-1/R15). The 
planned radio equipment: LGW K 23 auto- 
matic pilot, FuG 16 ZY, FuG 101a in the 
wing, and FuG 25a. 
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Focke-Wulf Flugzeugbau G.m.b.H. Nr. 26a 


Fw S80 


eis Baubeschreibungy Nr. 290 


G.m.b.H. Jagdfluzzeug Ta 152 C 


Bremen 


Gewichtsaufsteliliung 


Rumpfwerk 

Fahrwerk 

Leitwerk (Metall) 
Steuerwerk 

Tragwerk 

Triebwerk vor Brandschott 
Triebwerk in der Zelle 
Hormale Ausriletung 
Zweckausristung 

Ballast 


Ristgewicht 


Plugsengfthrer 
Kraftstoff Rumpf vorn 
* Rumpf hinten 
Mw 50 140 1 im Bumpf hinten 


Kraftstoff im Fltgel 
in 6 Sackbehiltern 


Schmierstoff 


Munition 2 MG 151 (2 x 150 Schup 
Le 2 MG 151 (2 x 175 Schup 
) MK 108 90 Schuf 
. MK 103 80 Schup 


Zuladung 


Normalfluggewicht 


Au: ben 
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Focke-Wulf Flugzeugbau G.m.b.H, Nr. 26a 


Focke-Wulf 
Flagsaughsi Baubeschreibung Wr.290 
G.m.b.H. 
Heeurea Jagdflugseug Ta 152 C 


Wichtigste Kenndaten der Bewaffnang 


MG 151/20 |uG 151/15 


Kaliber mm 


Schussfolge Sch/min~w ¢a.700 


ungesteuert 


Schussfolge Sch/min. 
bei Steig- und Kampfleistung 
Laftachr.-Drehzahl = 1300 U/min. 


Mindungsgeschwindigkeit 
vo m/sec. 

1.) bei M-Geschoss 

2.) bei Brandsprenggranate 
3.) bei Panzergranate 


Munitionagewicht gegurtet 
g/Schuss: 


1.) M-Geschoss 
2.) Brandsprenggranate 


3.) Panszergranate 


Reines Waffengewicht kg 


: LF | 


Torpedoflugzeug Fw 190 F 16 /R-14- 
mit LT-Trager (SchloB 504) ohne Torpedosporn 


ic: 
al 
— 


rea Te 
ewes 


Torpedoflugzeug Ta 152 C-7/R 14 
mit LT-Trdger (SchioB 504) 
~ mit eingebautem SchloB 504 
ohne Torpeaosporn 


Torpedoflugzeuge Fw 790 F, D, Ta 2 C/ R-14 


Gegeniiberstellung d. LFAufhingungen 


a at 
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Jagdflugzeug Ta 152 C ( Langsschnitt ) 
mit DB 603 LA Einheitstriebwerk 
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Focke-Wulf Flugzeugbau G.m.b.H. Nr. 26a 
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Csimler- DB 603 E-F 


Leistungsblatt 


81160 -————_—el 


it ch 
Leistungsstufe Lagedruck Kets 
235 + 10 


Uh 

Start-und Notleistung 565 

Steig-und Kampfleistung 220 +10 Bo 
iz 


Vergleichsgewicht: E=910k¢ +34 F=990kg +34 


Abzufihrende Warmemenge bei Steig-und Kompfleistung: 
a. aus Sehmierstoff max 55 000 keal/h am Boden 

" - e i 4o oc 8" in VolldruckhGne 
b. “ Kuthlstoff "420 00:0" ve ve 


Sonstige Vermerke: 
DS 603 E = rechtelaufend 
D8 6C3 F = linkslaufend 


Merkmale und Eignung: 
Ber Motor unterscheidet sich von DB 603 A,D durch: 


@rCSere Volidruckhtne (Sonderlader) 

hoheres Gewicht, lanzerer Getriebevorbau, 

stigungsaugen, andere Luftschraubenversteilune, 

teter Ziindmaguet, angebaute Glschleuder, 

nlasser, Sturzilugventil, 

ngetriebe fir Drehzahiregler,zugleich ftir Stronerzeugerantrieod, 
Zusatzgetriebe (auf Wunsch) 
angebaute. Kihistoffsusatzpumpe 

und ist somit, von Verdichtung und Laderilbersetzung abgesehen, ausgefilhrt 

wie DB 603 G,K. 

+) sorstruktiv ist auch 1:2,07 néglich, diese aus Beschaffungseriinden 
jedoch nicht freigegeben. 


Unterschriften 
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Dreiseitenansicht der Focke - Wulf Ta 152 C 


Dreiseitenansicht der Focke-Wulf Ta 152 C-0 
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Kameraeinbau vorgesehen fiir Ta 152 E-1 /E-2 Kamera - Schriigeinbau vorgesehen fir Ta 152 B-V/Ri 


Modellskizze der Ta 152 mit Jumo 222 E und Laminarfliigel 


Focke-Wulf Flugzeugbau G.m.b.H. Nr. 26a 


Flugzeugbau 
G.m.b.H. Javdflugzeug fe 152 mit Jumo 222 E und 


Bremen Laminarprofil 


(L) Focke-Wull Kurzbaubeschreibung Nr. 25 


Gewichtsaufsatellung 


1) Rustgewicht 


Rumpfwerk 
Fahrwerk 
Leitwerk 
Steuerwerk 
Tragwerk 
Triebwerk 
ee 2 MG 151 i.Rumpf 
Zweckausristung tS MG vt i lPlteel 
Kormalausristung 
Riistaatsa (MW 50 Behllter im Rumpf 
oder Kraftstoffsusatsbehiilter) 


Rustgewicht 


Zuladung 


Fiinrer 
Kraftstoff im Rumpf 
Kraftstoff im Fltigel 
Schmierstoff 
uW 50 - Piillung 
Munition (Rumpf 2x 150 peed 
® (Pligel 2 x 175 Schup 
Kraftstoff im Rumpfzusatzbehdlter 
ED 


Zuladung 1197 kg 


Zusanmenstellung 


Riistgewicht 4618 kg 4618 kg 
Zuladung 781 kg 1197 kg 


Bemessungsgewicht 5400 ky - ky 


Abfluggewicht - ké 5815 keg 


M _ _Ausgegeben 
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Development of the High-altitude 
Fighter Focke-Wulf Ta 152 H 


Focke-Wulf’s experience in building 
high-altitude fighters (“Héhenjéger 1” and 
“HO6henjdger 2”) and the RLM’s demands 
for a suitable high-altitude fighter led to its 
development of the Focke-Wulf Ta 152 H 
high-altitude escort fighter. 

The opportunity for Focke-Wulf to de- 
velop the Ta 152 H resulted from the failure 
of the Me 109 H high-altitude fighter, 
which was essentially a modified Bf 109 G. 
The RLM demanded a service ceiling of 
13,000 to 15,000 meters. The aircraft’s pri- 
mary role was to be the interception of 
high-flying enemy reconnaissance ma- 
chines. Testing began with the Bf 109 V 54 
(PV + JB) on 5 November 1943. The inser- 
tion of a rectangular center section resulted 
in an increased wingspan of 13.26 meters 
(wing area 21.90 m?). The horizontal tail 
was also increased in area and the track of 
the critical Bf 109 undercarriage was wid- 
ened. During the course of trials, in which 
the Bf 109 V 55 (PV + JC) also took part, 
the Bf 109 H achieved a ceiling of 14,300 
meters and a maximum speed of 580 kph at 
2,600 meters with GM 1 injection. The Bf 
09 V 54 displayed poor flight characteris- 
tics about all three axes during flight tests. 
In addition, the enlarged wing tended to 
utter as a result of unforeseen vibration. 
The Bf 109 H was canceled by the RLM on 
8 July 1944, along with plans to construct 
the Bf 109 H-2. based on the Bf 109 K-4/ 
R2. The Me 262 had absolute priority by 
this time and the new Bf 109 K-4 offered 
sufficient high-altitude flight characteris- 
tics. On 7 December 1943 the RLM in- 
structed Focke-Wulf to construct six proto- 
types for the planned Ta 152 H high-altitude 
fighter. As in the case of the Bf 109 H, the 
RLM demanded that the Ta 152 H be pro- 


duced from the series airframe of the Fw 
190 A-8 with a minimum of changes, so as 
to enable the use of as many existing jigs as 
possible. The Fw 190 V 33/U1 (GH+ KW) 
made its first flight on 13 July 1944. 

The Ta 152 H was essentially a high-al- 
titude version of the Ta 152 C fighter air- 
craft, differing from the latter mainly in 
having a larger wing with improved aspect 
ratio and a pressurized cockpit. The special 
demands of high-altitude operations were 
to be met by the installation of both GM | 
and MW SO systems as standard equipment. 
Armament was limited to a MK 108 en- 
gine-mounted cannon and two MG 151/20 
cannon in the wing roots. The anticipated 
power plant was the Junkers Jumo 213 E 
high-altitude engine. In this case, too, the 
Daimler Benz DB 603 LA and DB 603 L 
were planned as alternate power plants 
from the beginning with the minimum pos- 
sible engine and airframe changes. 


Fuselage 

Essentially the following changes were 
made to the fuselage compared to that of the 
Fw 190 A-8: 

A lengthening of the forward fuselage 
by 772 mm was necessary as a result of the 
greater space required by the engine- 
mounted MK 108. The fuselage extension 
was the same length as that of the Ta 152 C 
for reasons of airframe standardization. 
This allowed the MK 103 to be installed in 
place of the MK 108. In order to minimize 
the procurement of new jigs to an absolute 
minimum, the fuselage extension was bolt- 
ed directly to the existing engine attach- 
ment points. The wing, which was moved 
forward 420 mm for center of gravity rea- 
sons, was attached in the center of the extra 


Technical Specification No. 292 Ta 152 H from 15 January 1945 


Data Sheet for the Ta 152 H-0 and H-1 


Purpose: 
Configuration: 


Structural strength: 
Power plant: 


Dimensions: 


Armament: 


Armor: 


Equipment: 


Fuel system: 


Single-seat fighter with pressurized cockpit 


Single-engined, low-wing cantilever monoplane with hydraulically re- 


tractable undercarriage 
Load coefficients 5.0 and —2.5 at a design weight of 4,500 kg 


Jumo 213 E with supercharger intercooler, performance increase by MW 


50 and GM I systems. 


Wing area 23.3 m* 

Wingspan 14.44m 

Aspect ratio 8.93 

Vertical tail area 1.77 m* 

Horizontal tail area 2.28 m? 

Maximum length 10.71 m 

Maximum height 3.36m 

Normal takeoff weight: Ta 152 H-0 4730 kg 
Ta 152H-1 5,220 kg 


Ta 152 H-0 and H-1 
2 MG 151/20 in wing roots with 175 rounds per gun 
1 MK 108 engine-mounted cannon with 90 rounds 


Engine armor 10/5 mm 62kg 
Cockpit armor 20,15,10,8,5mm = 88 kg 
Armored windscreen 70mm 

Total weight of armor 150kg 


FuG 16 ZY, FuG 25a, FuG 125, K 23 autopilot, Revi 16b 
300/10 cockpit air compressor with regulating equipment 

EZ 42 to soon replace Revi 16b 

Ta 152 H-0 (start of production) 

Normal in fuselage 5941 B4, 115 1 B4 in extra tank 

Drop tank under fuselage 300 1 B4 

Ta 152 H-1 

Normal in fuselage 5941 B4, 851GM 1 

Additional 5 wing tanks 400 1 B4, 1 wing tank with 70 1 MW 50 
Drop tank under fuselage 300 1 B4 


section, At the same time, repositioning the 
wing made it necessary to relocate the rear 
spar junction and the corresponding fuse- 
lage bulkhead. The resulting revised loca- 
tion of the forward fuel tank made it neces- 
sary to redesign the fuel tank compartment 
cover and fuselage sides in the affected 
area. 

In order to avoid having to accept a re- 
duction in stability, especially directional 
stability as a result of the lengthened engine 
compartment, the aft fuselage was length- 
ened by inserting a 0.5-meter-long cylindri- 
cal section. The latter also served to accom- 
modate the oxygen bottles and compressed 
air bottles for the engine-mounted cannon 
which had been moved aft for center of 
gravity reasons. The increased fuselage 


moment resulting from the lengthened fu- 
selage made it necessary to strengthen the 
frame assembly. This strengthening was ac- 
complished by fitting steel extrusions in- 
stead of the Dural extrusions previously 
used. This strengthening was identical in 
scope to that of the Ta 152 C. 

Unlike the Fw 190 A and Ta 152 C, the 
fuselage center section was designed as a 
pressurized cockpit. The pressure chamber, 
which had a volume of about one cubic 
meter, comprised the area above the tank in- 
stallation. Sealing of the skinning was ac- 
complished using DHK 8800 paste, which 
was applied to the rivet surfaces. A closer 
rivet pattern was also planned. The sliding 
hood was sealed by means of a circular 
tube. Partly filled with foam rubber, it was 


67 


68 


Left side panel in the 
cockpit of the Ta 152 H. 
Clearly visible is the GM 
1 switch T 7 (39) above 
the throttle lever (36). 


Cockpit of the Ta 152 H 
with turn and bank indi- 
cator/artificial horizon 
(7), rate of climb indica- 
tor (8) and compass (9). 
Beneath the compass are 
the switches for lowering 
the undercarriage (19) 
and landing flaps (20) 
and, from the left, the oil 
pressure gauge (24) and 
fuel (25) and oil pressure 
indicators (26). 


pumped up to 2.5 atmospheres by a I-liter 
compressed air bottle by way of a pressure 
reducer valve. If jettisoning of the hood be- 
came necessary, the air was first evacuated 


from the tube, then the lock was released 
and the jettisoning procedure initiated. For 
de-misting reasons, the windscreen was de- 
signed as a double-pane assembly with the 
following Plexiglas thicknesses: outer 8 
mm, inner 3 mm. The inner and outer panels 
were separated by a space of 6 mm. The air 
between the panels was dried by eight Sili- 
cagel capsules. Lead-ins through the pres- 
surized walls were achieved as follows: 


1 Electrical lead-ins: AEG conduit. 
2 Hydraulic lead-ins: double flange 
tubes. 


3 Elevator control: rotating conduit with 
radial seal. 

4 — Rudder control rods: box gland. 

5 Aileron control rods: rubber cub. 

6 Engine control rods: pushrods with 


Junkers conduit. 


The engine compartment hatch was 
sealed by means of a foam rubber ring and 
was activated by a central latch. The weap- 
ons access hatch at Bulkhead | was of a 
similar design. This hatch was also installed 
on the Ta 152 C, as in both cases it also 
served as a gas seal. As designed, the Ta 152 
C fuselage was largely ready to accept a 


pressurized cockpit, consequently the only 
differences in the Ta 152 H fuselage were 
the sealing measures described above. The 
associated oxygen supply is described in 
detail under the heading “Equipment.” 


Undercarriage 

The undercarriage leg including shock strut 
and mounting was adopted from current Fw 
190 A-8 production. The former electric 
drive was changed to a hydraulic system. 
Larger 740 x 210 wheels were installed on 
account of the aircraft's increased takeoff 
weight. 


Tail Surfaces 

Only the horizontal stabilizer and elevator 
were retained from the Fw 190A series. The 
fin and rudder were enlarged for reasons of 
directional stability. The reinforced stan- 
dard tailwheel with tire measurements of 
389 x 150 mm was installed in conjunction 
with the larger fin and rudder. In order to 
achieve adequate longitudinal stability, the 
vertical and horizontal tails, which together 
with the rear fuselage formed a single com- 
ponent, were moved aft through the inser- 
tion of a 0.5-meter-long cylindrical section 
at the attachment point. Soon, however, 
construction of the aft fuselage was 
switched from Dural to wood. The shape of 
the tail surfaces remained exactly the same. 
The fuselage insert was dropped. Instead 
the extension was incorporated into the aft 
fuselage, resulting in an improved shape. 
The extended wing resulted in new ailerons 
and landing flaps. The flaps were changed 
from electric to hydraulic operation. 


Areas of Aerodynamic Surface 


Vertical tail: 1.77 m? 

Horizontal tail: 2.82 m? 

Ailerons: 2x 0.56 m* 

Landing flaps: 2x 1.36 m? 
Flight Control System 


The control system remained essentially- 
unchanged, however the more forward en- 
gine position and the fuselage extensions 
resulted in some changes to the linkages. 
The pressurized cockpit made it necessary 


to adopt pressure-tight conduits for the con- 
trol linkages (see Fuselage). Other changes 
resulted from the installation of wing tanks. 


Wing Assembly 

In order to provide propeller clearance from 
the larger wheels, it was necessary to move 
the latter outboard by 250 mm. While the 
inner wing structure was retained largely 
intact, a 0.5-meter-long spar section was in- 
serted in the center of the wing. This made it 
necessary to redesign the wing-fuselage 
junction to the same extent as on the Ta 152 
C. In spite of a reduced load coefficient of 
5.0, the increased wingspan (14.4 m) and 
wing area (23.3 m*) made it necessary to in- 
crease wing skin thickness. The basic de- 
sign of the wing was retained, namely a 
monocoque structure with a forward spar 
designed as a transverse force bearer. The 
transverse force was directed over the rear 
spar and the wing leading edge. which was 
reinforced by a stiffening rib between each 
pair of full ribs. The departure from the 


Ta 152 H instrument 
panel. Above and to 
the right of the altim- 
eter (5) is the airspeed 
indicator (6). 
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Detail view of the new, 
larger supercharger air 
intake for the Jumo 213 
E of the Ta 152 H, seen 
here on the Fw 190 V 
30/01. 


chord-separated mode of construction 
made necessary the installation of numer- 
ous access holes on the wing underside. 


These were used for assembly and repairs. 
The installation of three bag tanks 
made necessary modification and partial 


strengthening of the wing in the affected 
area. Access holes with diameters of 200 
mm were installed in the skinning on the 
bottom of the wing for installation of the 
tanks. In order to facilitate wing repairs, a 
separation point was installed in the previ- 


Power Plant 


The Jumo 213 E high altitude engine developed by Jumo was installed in the Ta 152 H. 


Power plant: 
charger 
Reduction: 
Take off power: 


Climb and combat power: 
Climb and combat power: 


Fuel: 
Radiator: 


Lubricant cooling: 
Cooling system: 


Exhaust system: 
Propeller: 


Liquid-cooled, 12-cylinder in-line engine with two-stage super- 


1:2.40 

1,730 H.-P. (1272 kW) at 3,250 rpm at sea level 

1,580 H.P. (1162 kW) at 3,000 rpm at sea level 

1,260 H-P. (927 kW) at 3,000 rpm at 10 700 meters 

87 octane B4, further development with C3 (100 octane) planned 
Inner radiator with radial flow-through consisting of four segments. 
Radiator frontal area 65 dm? 

Heat exchanger 

Coolant radiator and heat exchanger lie one behind the other in the 
main cooling circuit. The supercharger air cooler is so arranged in 
the secondary circuit that coolant is taken from the water pump dis- 
charge and is fed to the coolant pump intake via the supercharger air 
heat exchanger. 

Normal ejector exhausts 

3-blade Junkers variable-pitch propeller with VS 9 wooden blades 
D=3.6 m, 1/D = 12.2%. The VS 9 will later be replaced by the 4- 
blade VS 19 capable of greater power input. 

D=3.5m, I/D=11.5% 


N 


ously one-piece structure. The separation 


point consisted of wedge-shaped butt straps 
which were bolted to the top and bottom 
flanges of the forward spar. 


Alternate Power Plants 

The DB 603 LA or DB 603 L were seen as 
back-up solutions to the Jumo 213 E. A 
change of power plants would require sev- 
eral minor changes to the airframe and en- 
gine accessories (control rods, cockpit air 
compressor, propeller pitch control, etc.). 


Power Boosting 

A methanol-water system (MW 50) was 
planned for increased performance below 
the maximum boost altitude. The fluid was 
held in the left inner wing tank, which had a 
capacity of 70 liters. Use of MW 50 pro- 
duced an increase in boost pressure. MW 50. 
injection also served the purpose of internal 
cooling, to avoid damaging thermal stress- 
es. With a rate of consumption of 150 I/hr 


the supply of 70 liters provided an operat- 
ing duration of about 28 minutes. AGM 1 
system was planned for increased perfor- 
mance above the maximum boost altitude. 
85 liters of fluid was contained in a circular 
tank in the aft fuselage. The increase in en- 
gine output above the maximum boost alti- 
tude was up to 410 H.P. (302 kW). With an 
average consumption of 100 g/sec, the op- 
erating duration of the GM | system was a 
good 17 minutes. Rates of consumption: 
60, 100. 150 g/sec. 


Fuel System 

It was possible to retain the 233-liter for- 
ward fuel tank from the Fw 190 A series un- 
changed, however it was moved forward in 
keeping with the revised wing position. As 
a result it was possible to increase the ca- 
pacity of the rear tank by 70 liters to a total 
of 362 liters. This increased standard tank- 
age to a total of 595 liters. The tanks were 
protected tanks with following wall thick- 


Fw 190 V 30/U1, GH+ 
KT. Interesting photo 
taken from the right 
rear facing forward. 
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Jumo 213 E engine in- 
stalled in the Fw 190 V 
33/U1, Werknummer 0 
058, GH + KW,, first pro- 
totype of the Ta 152 H. 


nesses: sides and bottom 16 mm, top 12 
mm. For increased range the following aux- 


iliary tank installations were planned: 


Ta 152 H-O 

A 300-liter drop tank which was attached to 
an aerodynamically faired external mount, 
the so-called “Ta 152 Tank Carriage,” by 
grommets. Fuel transfer by supercharger 
alr. 


Ta 152 H-1 
(see Ta 152 Weapons and Fuel System) 

Six unprotected bag tanks in the wing 
with a total capacity of 470 |. The left inner 
bag tank with a capacity of 70 liters was 
used as the MW 50 tank. Fuel transfer by 
supercharger air. The tanks were installed 
through access ports in the underside of the 
wing (see Wing). 

For longer-range missions the 300-liter 
drop tank (eventually a 600-liter tank) de- 
scribed above could be used. 


Lubrication System 

The oil tank, with a total capacity of 72 li- 
ters, was installed on the right side of the 
forward fuselage extension next to the en- 
gine cannon. It was an unprotected alumi- 
num tank and was largely protected against 
fire from ahead by the engine. The tank’s 
capacity of 61 liters was sufficient for oper- 
ation with 594 liters of fuel in the fuselage 
tanks and a 300-liter drop tank with 25% 
cold start mixture. 


Standard Equipment 
Equipment was taken from the Fw 190 A-8 
series. Changes included the hydraulic sys- 
tems made necessary by the change to hy- 
draulic undercarriage and landing flaps as 
well as minor modifications resulting from 
the installation of the Jumo 213 A. 

Other changes were caused by the 
cockpit pressurization system described be- 
low. 


Cockpit Pressurization 

A Knorr 300/10 air compressor was in- 
stalled to provide the pressurized cockpit 
with aspirable air. It was bolted to the en- 
gine with no intermediate gearing. The sys- 
tem functioned as follows: 

The aspirable air compressor drew air 
from the air scoop in front of the radiator 
and forced it through a filter, a non-return 
check valve and a modulating piston into 
the cockpit. When the compressor was 
switched. off, the non-return check valve 
closed off the line to the compressor and 
prevented the cockpit air from streaming 
out through the compressor. The pressur- 
ization system began operating at an alti- 
tude of 8,000 meters. Above this height 
cockpit pressure was maintained at a con- 
stant 0.36 atmospheres by means of a back 
pressure regulating valve. At a pressure of 
0.23 atmospheres the over-pressure safety 


valve kicked in, protecting the pressure 
chamber from excess static pressure. At al- 
titudes below 8,000 meters, with the cock- 
pit unpressurized, fresh air was vented 


Ta 152 Armor 

Type Armor Thickness (mm) 
1) Forward circular armor (engine) 15 
2) Rear circular armor (engine) 8 
3) Armor in front of windscreen 15 
4) Armored windscreen 70 
5) Back armor 8 
6) Shoulder armor 5 
7) Armor plate on Bulkhead 5 oa 
8) Head armor 20 


Total weight of armor 


Armor Weight (kg) 
39.0 


Further strengthening of the armor was planned, especially the back armor to 


a thickness of 15 mm. 


through the air scoop via a non-return check 
valve, which closed if the cockpit was pres- 
surized. A slide valve allowed fresh or pres- 
surized air to be directed into the cockpit as 
required, enabling temperature to be regu- 
lated to a certain degree. 

It was anticipated that heating of the 
cockpit during pressurization would proba- 
bly be held within bearable limits. If flight 
tests revealed unbearable heating at high al- 
titudes, plans would have to be made for 
back cooling the compressed air. 


Left side view of the Fw 
190 V 33. Clearly vis- 
ible are the Jumo 213 
E, engine mount and 
supercharger (Bau 8). 
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The most significant planned systems 

were: 

¢  FuG 16 ZY radio (transmit and re- 
ceive) 

¢  FuG 25a IFF set 

¢ FuG 125 navigation equipment, beam- 
riding method 

¢ Remote reading compass 

¢ Turn and bank indicator and the usual 
monitoring and navigation equipment 

¢ LGW K23 automatic pilot 

¢ — Knorr 300/10 aspirable air compressor 

° Revi 16b, is being replaced by the EZ 
42 aiming system with automatic lead 
computing 


Specific Equipment 

Ta 152 H-0 and H-1 

2 MG 151 (20-mm caliber) in wing roots 
with 175 rounds per gun 

1 MK 108 engine-mounted cannon with 90 
rounds 


Of the above weapons the two MG 151 
fired through the propeller disc and were 
controlled electrically. The carriage of vari- 
ous types of rocket weapon beneath the 
wings was possible. For ballistic reasons 
the MK 108 and the entire power plant were 
aligned approximately 35 minutes positive. 


Gravity Weapons 

There was no provision for carriage of 
bombs under the wings or fuselage since 
the Ta 152 was developed as a pure escort 
aircraft. The Ta 152 Tank Carriage de- 
scribed under Fuel System was used when a 
300-liter drop tank was installed. 


Passive Protection 
Cockpit armor was expanded and strength- 
ened in keeping with the increased de- 


mands resulting from the heavier armament 
carried by Allied machines. 


Structural Strength 

The Ta 152 strength manual (memo dated 
25 May 1943) prescribed a wing load coef- 
ficient of +6.5 or —2.5 for the design takeoff 
weight of 4,400 kg. The components shared 
with the Ta 152 C, such as the fuselage and 
empennage, had considerable strength re- 
serves since these were designed for the de- 
mands of the standard fighter role. The en- 
gine mount was similar to that of the Ta 152 
E (reconnaissance aircraft) and had a load 
coefficient of 6.5. 


The Prototypes Fw 190 V 18/U2, V 29/U1, 
V 30/U1, V 32/U1, V 33/U1 
And Ta 152 V 25 


Focke-Wulf revealed the planned series and 
prototypes in its Ta 152 series overview of 
December 1943. For the Ta 152 H-1, three 
prototypes in the original Ta 152 H-1 con- 
figuration were planned: Ta 152 V 3 (WNr. 
260 001), Ta 152 V 4 (WNr. 260 002) and 
Ta 152 V5 (WNr. 260 003). But at that time 
it was already clear that completion of these 
prototypes could not be expected before 
August 1944, Focke-Wulf therefore decid- 
ed to convert the Fw 190 V 33 at Adelheide. 
As a result of further delays, Focke-Wulf 
decided to abandon construction of the 
three original Ta 152 H-1s. Instead a total of 
six prototypes were to be built for prelimi- 
nary testing, with five of them being con- 
versions of existing test-beds. The purpose 
was to carry out power plant trials with the 
new Junkers Jumo 213 E engine and inves- 
tigate the aircraft’s handling qualities as 
quickly as possible. 

After the decision by Focke-Wulf on 
23 August 1944 the following prototypes 
were planned and built: 


View from the assem- 
bly hall at Adelheide. A 
Fw 190 D-11 (V 55 or 
V 56) is rolled from the 
assembly hall; the Fw 
190 V 30/U1, GH + KT, 
is parked on the air- 
field. 


Another photo taken 
during the roll-out of 
the Fw 190 D-11 with 
the registration GH + 
KT. In the foreground 
the conversion of fur- 
ther new prototypes 
goes on (summer 
1944). 
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Fw 190 V 33/U1 

Werknummer: 0 058 

Registration: GH + KW 

First flight: 13 July 1944 

Fate: 13 July 1944: 70% write-off in crash 
at Vechta during ferry flight from Adelheide 
to Langenhagen 


Fw 190 V 30/U1 

Werknummer: 0 055 

Registration: GH + KT 

First flight: 6 August 1944 

Fate: 23 August 1944: crashed while on ap- 
proach to land, 100% write-off. Focke- 
Wulf pilot Alfred Thomas died in the crash. 


Fw 190 V 29/U1 = 
Werknummer: 0 054 
Registration: GH + KS 

First flight: 24 September 1944 
Fate: unknown 


Fw 190 V 18/U2 

Werknummer: 0 040 

Registration: CF + OY 

First flight: 19 November 1944 

Fate: Parked at Reinsehlen air base on 6 
April 1945 and later blown up. 


Fw 190 V 32/U1 

Werknummer 0 057 

Registration: GH + KV 

First flight: not before 30 January 1945 
Fate: Parked at Reinsehlen air base 


All five of these prototypes originated 
from the “Héhenjédger 2” test program. The 
“Hohenjdger 2” was Focke-Wulf’s attempt 
to increase the speed of the Fw 190 at high 
altitude by the first use of an exhaust-driven 
turbo-supercharger. The Fw V 29, V 30, V 
31, V 32 and V 33 had been specially con- 
verted for this program with the DB 603 S 
(A) engine and the exhaust-driven turbo- 
supercharger, while the Fw 190 V 18/U1 
took part in testing of the planned Fw 190 C 
series powered by the DB 603 A engine. 


The massive  turbo-supercharger, 
which was installed beneath the wing cen- 
ter section, gave the machine its nickname 
“Kangaroo.” The exhaust pipes, which ran 
over the wing root and beneath the fuselage, 
made this prototype approximately 35 kph 
slower. Maximum boost altitude of this 
power plant system was roughly 11,500 
meters. Anticipated performances at this al- 
titude, where the high-altitude fighter 
would operate, could not be achieved be- 
cause the airframes were not sufficiently 
pressure-tight. During trials, which re- 
vealed a performance inferior to the Fw 190 
with DB 603 A engine without exhaust tur- 
bine at lower altitudes, on 28 May 1943 the 
Fw 190 V 31 (WNr. 0 056, GH + KU) was 
lost in a forced landing and as a result was 
not available to take part in the Ta 152 H test 
program. 


The previously-named prototypes for 
the Ta 152 H were equipped as follows: 
power plant: Junkers Jumo 213 E. Forward 
fuselage extension 775 mm, rear 500 mm. 
Pressurized cockpit. Aft fuel tank 292 liters, 
forward 230 liters, sheet metal. Wing as Ta 
152 H (area 23.30 m*, span 14.44 m). No ar- 
mament, no GM | system). 

In addition, a completely new proto- 
type, the Ta 152 V 25 (Werknummer 110 
025), was to come from the Sorau prototype 
shop. The Ta 152 V 25 was thought of as a 
replacement for the Fw 190 V 33/U1, which 
had left the test program early on, and in 


contrast to the previously-mentioned proto- 

types it had the new wing with fuel tanks 

and the methanol-water system. 
Furthermore, the Focke-Wulf. state- 

ment of 23 August 1944 anticipated the fol- 

lowing equipment status for the Ta 152 H-0 

series, production of which was to begin in 

October 1944 and which differed from the 

full series Ta 152 H-1 as follows: 

1 no fuel tanks in wings 

no methanol system 

but with GM | system from the first 

aircraft. 


win 


Side view of the Fw 190 
V 30/U1, GH + KT, at 
Adelheide. 


Front and rear views of 
the second prototype of 
the Ta 152 H, Fw 190 
V 30/U1, Werknummer 
0 055, with the new 
high-aspect ratio wing. 
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Side view of the third 
prototype of the Ta 152 
H, Fw 190 V 29/U1, 
Werknummer 0 054. 
The aircraft made its 
maiden flight on 24 
September 1944. 


That was the plan. Just two months lat- 
er everything looked quite different. Work 
on the Ta 152 V 25 prototype was halted as a 
result of delays. The prototype’s already 
complete wing, which contained four bag 
tanks, was now to be used on the fifth proto- 
type, the Fw 190 V 32/U1, which was still 
under construction. The V 32/U1 was thus 
equipped like the Ta 152 H-1 with GM 1 
system in the fuselage, three fuel tanks and 
one methanol-water tank in the wings, FuG 
16 ZY but still no weapons. 


Friedrich Schnier’s 
High-Altitude Flight: 13,654 Meters 


Oberfeldwebel Friedrich Schnier was a late 
addition to the Focke-Wulf test program. 
When the trials unit testing the Ta 154 two- 
seat night fighter was disbanded, Hans 
Sander retained him to take the place of 
Werner Bartsch, who had been severely in- 
jured in the crash of the Ta 152 V 9 on 18 
April 1944. Schnier continued to fly the Ta 


154 in demonstrations and on one occasion 
he succeeded in out-turning the prototype 
of the Bf 109 H while flying the Ta 154! The 
name Schnier is associated with the highest 
known high-altitude flight in the Ta 152. 
The last year of the war had already begun, 
when on 20 January 1945 Obfw. Schnier 
took off from Langenhagen in the third pro- 
totype of the Ta 152 H, the Fw 190 V 29/U1, 
GH + KS, on a high-altitude flight. 
Friedrich Schnier described the prepa- 
rations and the flight itself: “Before I made 
this record-setting flight, the highest alti- 
tude I had reached was 11,000 meters. But 
now I was to ascertain the highest altitude 
that could be reached by the Ta 152 H. At 
that time our German altimeters registered 
a maximum altitude of just 12,000 meters. 
Therefore an Italian altimeter was installed 
which was good to 14,000 meters. It was 
checked before and after. The flight pro- 
ceeded normally at first. I radioed data 
(speed, altitude, cockpit pressure and tem- 
perature) every 1,000 meters. At an altitude 


of 10,000 meters I tried to inflate the cano- 
py sealing bladder, but the result was not 
satisfactory. Because of the leakage the 
cockpit pressure was not much higher than 
the outside pressure. Above 10,000 meters I 
became itchy and had pain in my elbows 
and knees. I had the feeling that my move- 
ments were becoming stiffer. At 12,000 
meters I radioed that the standard altimeter 
was against the stop. I continued to climb 
slowly and felt that I was higher than ever 
before. My field of vision grew ever nar- 
rower, as in a movie film. The sky was the 
most beautiful color, ranging from dark 
blue to black, passing through every shade 
from dark blue to white on the horizon. 
Since my right arm no longer obeyed my 
will, I continued the flight with my left 
hand. When, some time later, I encountered 
further difficulties and could climb no fur- 


ther, I decided to head back. I made several © 


more speed tests while descending and ra- 
dioed the results to ground control in Lan- 
genhagen. 

It was night when I landed there, and I 
found the technicians, who had monitored 
my entire flight by radio tensely awaiting 
my arrival. All were anxious to see what 
evaluation of the barograph would reveal. 


The data could be read from the strip chart. 
It revealed that I had reached an altitude of 
13,654 meters.” 


Series of Accidents during Testing 

The first test report on the Ta 152 H with 
Jumo 213 E of 30 January 1945 incorporat- 
ed all test results achieved by all of the com- 
pleted prototypes and is repeated here in ab- 


Front view of the Fw 190 
V 29/U1 with detail view 
of the engine and under- 
carriage. 


Test pilot Friedrich 
Schnier reached an alti- 
tude of 13 654 meters 
during an altitude flight 
in the Ta 152 H, Fw 190 
V 29/U1 from Langen- 
hagen on 20 January 
1945, 
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breviated form. The following aircraft were 
delivered by the prototype shop in Adel- 
heide by the start of production of the Ta 
152 H-1: 


1 Fw190V33/U1 
Werknummer 0 058, Ta 152 H 
Registration: GH + KW 
First flight on 13 July 1944 


nN 


Fw 190 V 30/U1 
Werknummer 0 055, Ta 152 H 
Registration: GH + KT 

First flight on 6 August 1944 


3. Fw190V29/UL 
Werknummer 0 054, Ta 152 H 
Registration: GH + KS 
First flight on 24 September 1944 


4 Fw 190 V 18/U2 
Werknummer 0 040, Ta 152 H 
Registration: CF + OY 
First flight on 19 November 1944 


1 Ta 152 H 0058 was lost to the test pro- 
gram after just 36 minutes flying time. Dur- 
ing the ferry flight from Adelheide to Lan- 
genhagen it made a crash landing near 
Vechta and sustained 70% damage. While 
058’s landing flaps and undercarriage func- 
tioned perfectly on the test stand prior to its 
maiden flight, in flight the right undercar- 
riage leg could not be locked in position be- 
cause the movable wheel well cover 
jammed against the fixed landing gear door. 
The doors were readjusted for the second 
flight, but nevertheless the right undercar- 
riage leg refused to lock. No closer exami- 
nation of the cause could be made, as the 
aircraft crashed during the ferry flight. 


2 Ta 152 H0055 was lost to the test pro- 
gram after 10 hours, 3 minutes flying time 
when it crashed on 23 August 1944. The air- 
craft’s Jumo 213 E caused problems during 
testing. On every high-altitude flight the 


third stage of the supercharger refused to 
engage and above 9.000 meters there was a 
drop in fuel pressure caused by fuel tank 
pumps not suitable for high-altitude opera- 
tion. The Fw 190 V 30/U1 was flown by the 
Rechlin Test Station for the first time 19 
August 1944. During a high-altitude flight 
23 August the Jumo 213 E caught fire. 
While the fire spread no further, GH + KT 
crashed in a turn during the landing proce- 
dure and was 100% destroyed. Although it 
is not mentioned in the report, Flugkapitén 
Alfred Thomas lost his life in the crash of 
the V 30/U1. Hans Sander described the ac- 
cident as follows: “Following an engine fire 
at high altitude, the V 30/U1 crashed while 
on approach to land at Adelheide. That is all 
we know, as there was no radio contact.” 


3. Ta 152 H 0 054 was the first Ta 152 H 
which could be extensively tested over a 
longer period. On 27 September 1944 the 
Rechlin Test Center evaluated its flight 
characteristics at an all-up weight of 4,200 
kg and made the following assessment: 


Assessment Summary 


1 Trim changes around the pitch axis as a 
result of lowering landing flaps bearable. 

2 Stall behavior is not comfortable, but 
can be seen as acceptable. 

3 Stability about the vertical axis weak. 
Aircraft has a certain tendency to skid. 

4 The aircraft is stable about the pitch 
axis at the center of gravity positions (to 
0.665) flown to date. 


When production began it became ap- 
parent that carriage of the 300-liter drop 
tank on the ETC 500 rack worsened the air- 
craft’s already poor stability situation about 
the vertical axis. Use of the ETC 504, which 
was located 300 mm further aft, eliminated 
the reduction in stability. 

The maximum altitude achieved by 
GH + KS was 13,654 meters on 20 January 


1945. It was discovered that the over-pres- 
sure valve was set at 9,750 meters instead of 
8,000. It was also found that ice formed on 
the canopy and windscreen. There were 
also problems withthe Jumo 213 E which 
were identified as supercharger surging. An 
attempt to alleviate the problem through the 
use of an enlarged vent line with a cross- 
section of 15 cm? proved unsatisfactory. 
GH + KS had logged a total of 20 hours, 13 
minutes in the air by the time production 
began. The V 29/UI was unavailable for 
testing from 2 to 27 November 1944 as a re- 
sult of engine failure (several cylinders had 
zero compression). During a performance 
flight on 31 January 1945 the V 29/U1 
reached a maximum speed of 708 kph at an 
altitude of 10,800 meters. 

The altitude flight on 20 January 1945 
(pilot Schnier) revealed a climb rate of 16.8 
m/sec at ground level, dropping to 16 m/sec 
by 2,500 meters. The maximum altitude 
reached was 13,650 meters. These perfor- 


mances were achieved without GM | or 
MW S50. 

4Ta 152 H 0040 emerged from the pro- 
totype shop just as series production was 
beginning and therefore could not be used 
in testing. It was ferried from Adelheide to 
Langenhagen on 19 November 1944 and 
from 21 to 25 November 1944 was based at 
Cottbus for familiarizing pilots with the 
new Ta 152 H. On 23 December 1944 the V 
18/UI was slightly damaged in a takeoff 
crash, and during the subsequent repairs 
0040 received the new wooden tail planned 
for Ta 152 H production aircraft. 

Taken altogether, the prototypes flew a 
total of just 30 hours, 52 minutes prior to the 
start of production. 


Flight times by 30 January 1945 
Ta 152 H, Werknummer 0058 

0 hours 36 minutes 

Ta 152 H, Werknummer 0055 
10 hours 3 minutes 


Side view of the Fw 190 
V 32/U1, GH + KV, 
seen here during trials 
as the so-called “quick 
solution” for the high- 
altitude fighter with 
turbosupercharger re- 
moved and DB 603 en- 
gine. 
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The Fw 190 V 32/U1 was 
supposed to be the first 
prototype of the Ta 152 
H equipped with the 
new wing. 


Ta 152 H, Werknummer 0 054 
36 hours | minute 

Ta 152 H, Werknummer 0040 
5 hours 2 minutes 

Total flying time 

49 hours 42 minutes 


Summary 

The entire flight test program was set back 
by the early loss of the Fw 190 V 33/U1 and 
V 30/U1. As a result, important tests could 
not be carried out or were scaled back. The 
important fifth prototype, the Fw 190 V 32/ 
U1 (Werknummer 0 057, GH + KV), which 
was built to the standard of the planned pro- 
duction Ta 152 H-1, was unable to join the 
test program before production began or 
even before 31 January 1945. There was 
therefore no information on the type’s flight 
characteristics with wing tanks or the MW 
50 and GM | systems. Unfortunately, seri- 
ous problems with the installation of these 
systems were encountered during produc- 
tion of the Ta 152 H-1 series, resulting in the 


GM I system being dropped from produc- 
tion aircraft. In spite of this stability prob- 
lem there was never any doubt that the Ta 
152 H would enter Luftwaffe service. Over- 
all it can be said that there were too few pro- 
totypes and that these began trials much too 
late for an aircraft which was to have such 
an important role; one of the main reasons 
for this was the massive withdrawal of spe- 
cialist personnel from the prototype con- 
struction unit. 


The Variants of the Ta 152 

Production of the Ta 152 H began with the 
Ta 152 H-O variant. The Ta 152 H-0 was 
powered by a Junkers Jumo 213 E engine 
which developed 1,730 H.P. for takeoff at 
3,250 rpm. The weapons system consisted 
of one 30-mm MK 108 engine-mounted 
cannon with electro-pneumatic cocking 
and electric firing. The MK 108 fired 
through the hollow propeller spinner and 
had 90 rounds of ammunition. The aircraft 
also carried two MG 151/20 cannon in the 


wing roots with 175 rounds per gun. The Ta 
152 H-O still had the one-piece wing with a 
span of 14.4 meters; however, it had no 
wing tanks, which limited its range. The Ta 
152 H-0 could carry_a total of 595 liters of 
fuel in the fuselage, divided between a for- 
ward tank with a capacity of 233 liters and a 
rear tank with 362 liters. As well, a 300-liter 
drop tank could be carried on a Type 503 A- 
rack, Although the tank compartment aft 
of Bulkhead 8 was designed for the GM | 
ank, the eighteen Ta 152 H-Os in produc- 
tion were equipped with a 115-liter auxilia- 
ry tank there. No MW 50 system was antici- 
pated for the H-O variant. 
The next variant, the Ta 152 H-1, dif- 
ered from the H-O series in having the two- 
piece wing which was equipped with six 
unprotected bag tanks. The left inner bag 
tank was chosen to contain 70 liters of MW 
50, while the remaining five tanks raised 
the Ta 152 H-1’s total fuel by 400 liters. 
Maintenance panels in the underside of 
the wing provided access to the tanks. In the 


fuselage, the 85-liter GM | tank was again 
installed aft of Bulkhead 8. From the first 
aircraft the Ta 152 H-1 was equipped with 
Riistsatz 8, for bad-weather operations; it 
consisted of the FuG 125 Hermine, the 
LGW K23 automatic pilot and heated 
windscreen. The enormous increase in the 
Ta 152 H-1/RI1’s fuel capacity led to sta- 
bility problems, which were alleviated by 
the temporary measure of eliminating the 
GM | system. The GM | system was also 
not used on the Ta 152 H-1/R21, which re- 
ceived the MW 50 high-pressure system. 
Not until the H-1/R31, which had ballast in- 
stalled in the engine and a limit of 280 liters 
placed on the rear fuel tank, was full use of 
the GM | system restored. 

Further changes intended to address 
the stability problem, such as a modified 
wing-fuselage fairing and an increase in tail 
surface area, could not be introduced into 
Ta 152 series production. 

The Ta 152 H’s radio equipment con- 
sisted of the VHF FuG 16 ZY and the FuG 


Fw 190 V 18/U2, Werk- 
nummer 0 040, was the 
fourth Ta 152 H proto- 
type and did not join the 
test program until 19 
November 1944. Here it 
is seen as the “Héhen- 
Jager It” prototype with 
exhaust-driven turbo- 
supercharger and DB 
603 S. 
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The Fw 190 V 18/U2, 
CF + OY, was parked 
at Reinsehlen on 6/04/ 
1945 and was blown up 
a short time later. 


' Aircraft allocation OKL/ 
Gen.Qu.(6 Abt.IIIC): 2/ 
04/45 one Ta 152 H-2 to 
Luftflotte Reich. 


25 IFF set. The Ta 152 H-2 differed from 
the H-1 only in having the new FuG 15 in 
place of the FuG 16 ZY. Demand for this se- 
ries ended on 15 December 1944, however, 
because the necessary ground organization 
could not be converted in time. Neverthe- 
less, one Ta 152 H-2 was delivered in April 
1945.! 

During production of the Ta 152 H 
there was a change in power plants from the 
Jumo 213 to the Jumo 213 E-1. The Jumo 
213 E-| had a reinforced transmission. Ex- 
perience with the first 200 Jumo 213s deliv- 
ered revealed that the use of emergency 
power resulted in transmission failures. As 
well the problem of supercharger surging 
had not been entirely cured, as a result of 
which a bleed valve had to be installed on 
the Jumo 213 E-1. Deliveries of Jumo 213 
E-] engines with the MW 50 high-pressure 
system, which resulted in a considerable 


improvement in MW SO operation, were 
supposed to begin on 29 April 1945. The 
Jumo 213 E-1 developed 2,100 H.P. for 
takeoff and 1,600 H.P. at an altitude of 
8,200 m. From about | July 1945 the Ta 152 
H was to be powered by the Jumo 213 EB, 
whose output was 200 H.P. greater than that 
of the Jumo 213 E. The long-range goal was 
the introduction into service in November 
1945 of the Jumo 213 I engine, which of- 
fered 2,700 H.-P for takeoff and 1,900 H.P. 
at 10,000 meters. This output was equiva- 
lent to a jet engine with 1,000 kg of thrust at 
the same altitude. High-altitude fighter was 
not the only role anticipated for the Ta 152 
H by the RLM; a high-altitude reconnais- 
sance version was also called for. It re- 
ceived the designation Ta 152 H-10 and was 
based on the Ta 152 H-0. The Ta 152 H-10 
and H-11 corresponded to the Ta 152 H-1 
and H-2. None of the reconnaissance air- 
craft were built. 


Another interesting 
view of the blown-up V 
18/U2, here from the tail 
looking forward. 
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Begleifjager Ta 152 H (Langsschnitt) 


Iniebwerk: Einheilstriebwerk Jumo 213 E 
mit GMI Anlage oder Raichweitenbehalter 


Kroftstoffoehéiter 9941 (Gesamtinhalt) 
Zustitel Abwurfbehdifer 300 


(weitere Steigerung durch 22001 Doppeteiter 
: Ss. 
MW 50 Behditer 701 
Mb 0 
= \ 
Xz aie 151 (je 175 Sonus) 
Ta 152 HuE 


Wolfen -und Behaileranloge 
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Hydraulische Fahrwerksanlage der Ta 152 H 


oe 


ax 1 Laufrad 1 Einzichvorriclwung fiir Sporn 
ez Bremsleitung 12 Einziehseil fiir Sporn 
0 3 Fahrwerkslenker 13 Fahrwerksverriegelung 
4 Federbein 14 Entriegelungszug 
5 Federbeinabdeckung IS Fahrwerksschalter 
O Fi-kesingene 6 Vorderes Schwenklager 16 Fahrwerksbetitigung 
8 sntrtoter team 7 Hinteres Schwenklager 17 Radklappe 
8 Schleppose 18 Landeklappenschalter 
9 Mcchanische Fahrwerksanzeige 19  Landeklappenbetitigung 
10 Fabrwerkszylinder 20° Druckdichte Durchfuhrung 


mi/nts Spey 


Focke-Wulf Flugzeugbau G.m.b.H. Nr. 262 


D 


veworg 
waw'D 
neqGnezBnjy 


ratteg 


HK 26 11 s09e¢ 
Zoe an MMq yea 


Gerateanordnung Ta152H 


itenansicht der Focke-Wulf Ta 152 H-1 


Dreiseit 
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Nr, 26a 


Focke-Wulf Flugzeugbau G.m.b.H. 


Focke-Wulf 
Flugzeugbau 


Baubescnreibung Nr. 292 


G.m.b, H. 
Bremen 


Begleitjager Ta 152 Hu 


Blatt: 9 


Gewichtsaufstellung 


Ta 152 

Benennung 4-0 H-1 
Rumpfwerk 412 ke 412 kg 
Fehrwerk 245 ke 245 kg 
Leitwerk (Hetall) 136 ke 136 ke 
Steuerwerk 35 ke 33 kg 
Tragwerk 629 ke 654 ke 
Triebwerk vor Brandschott 1822 kg 1822 ke 
friebwerk in der Zelle 170 kg 248 kg 
Normale Ausriistung 224 kg 247 kg 
Zweckausriis tung 233 ke 233 ky 
Ballast 14 ke 1 ke 
Riistgewicht 3920 ky “4031 kg 
Flug zeugftinrer 1OO |g 100 ke 
Kraftutofi im Rumpf vorn 172 kee 172 ke 

" " " ninten 268 ke i 268 ke 
Kraftstoff im Rumpfzusetzbehalter 115 au 85 kg - 
Kraftstoff in 4 Pliszelbehdltern 400 1 - 296 ke 
G1 im Rumpf hinten 85 1 - 104 ke 
Ma 50 im Fliigel 1.i ¥ - 64 kg 
Schmierstoff 55 ke 55 kg 
Munition 2 MG 151 je 175 SchuB 17 kz TT ke 

° 1 MK 108 m. 90 SchuB 50 ke _t 50 ke 
Zuladung 807 ke 1186 ke 
Normal—F lu @wicht 4727 ks 5217 ke 

Ausgepeben 


1541645 Sté/au. Manne B Sue 


a4" | 


The Ta 152 H in Service 


Although quantity production of the Ta 
152 H began only two months after the Fw 
190 D-9 in November 1944, the first Ta 152 
H did not reach the Luftwaffe until 27 Janu- 
ary 1945. The difficult production condi- 
tions and problems with deliveries of com- 
ponents prevented the Ta 152 H from being 
built in large numbers. The rapid approach 
of the front in the east very quickly brought 
production to an end in Cottbus. The few Ta 
152 Hs to see action made a very good im- 
pression on the pilots who flew them. 
Obfw. Willi Reschke declared: “I would 
have been pleased if I had always had a ma- 
chine such as this with its performance and 


handling qualities during my missions and 
air combats. I still consider the Ta 152 to 
have been first class for the conditions and 
demands at that time.” It is not known 
whether later Ta 152 H-1s with MW 50 or 
GM | power boosting were flown in action, 
and former pilots are also unable to confirm 
this. While the first Ta 152 H-Os did not 
have these systems, thanks to their low 
weight they were fully capable of perfor- 
mances in the same class as that of the P-51 
D Mustang. The following tactic was suc- 
cessfully used: if the Ta 152 H pilot sur- 
vived the first attack by the Mustang he 
could use the tighter turning circle of his 


The third production 
Ta 152 H-0, seen here 
in front of the factory 
hangars in Cottbus, 
was the first to arrive 
at Rechlin, on 11 De- 
cember 1944, 
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Side view of Ta 152 H 
Werknummer 150 003 
with 300-liter drop 
tank on the new Ta 
tank carrier. 


Ta 152 H-0 CW + CC 
was the first to be 
equipped with MW 50 
injection. 


aircraft to reach firing position, turning the 
hunter into the hunted. At least one Mus- 
tang was credited to III/JG 301. The pilots 
of the Tank also did not have to fear P-47 
Thunderbolts or Hawker Tempests, as sev- 
eral victories prove. 

The Ta 152 H never served in the role it 
was designed for, namely the interception 
of high-flying Allied bombers and recon- 


naissance aircraft. In spite of this, several 
pilots of IV/JG 301 made high-altitude 
flights; on one occasion Obfw. Willi Resch- 
ke reached 12,500 meters. The purpose of 
these flights was not to fly as high as possi- 
ble, but to investigate the handling qualities 
of the Ta 152 H at those altitudes. 

In spite of repeated claims to the con- 
trary, the Ta 152 H was never used to protect 
Me 262 fighters during takeoff and landing. 


Report by the Focke-Wulf Technical 
Field Team (TAT)! 
On [4 February 1945 Focke-Wulf’s techni- 
cal field team released a report on trials with 
the Ta 152 H-0 by ILI/JG 301. The report 
was five pages long and was divided into 
the following sections: 

Assessment of the Ta 152 H-O by the 
unit: 
a) Flight characteristics 
b) Maintenance load 
c) Criticisms 
1) Undercarriage 
2) Wing 
3) Power plant 
4) Compressed air system 

supply situation 

The complete report is reproduced 
here. 


Assessment of the Ta 152 H-0 by the Unit 
IH/JG 301 unanimously gave the Ta 152 H- 
0 the best evaluation that the undersigned 
(Herr Martin of the TAT) ever received 
from a front-line unit concerning a Focke- 
Wulf product. The aircraft’s excellent han- 
dling qualities in the turn came in for partic- 
ular praise. The extent of the complaints re- 
ceived to date are below the level to be ex- 
pected for a new type. Apart from undercar- 
riage hydraulics, they do not have the char- 
acter of fundamental errors which might 
jeopardize the immediate front-line use of 
the aircraft. Where elimination of these 
shortcomings was immediately necessary 
in the interests of maximum readiness, the 
Gruppe helped itself. It is, however, expect- 
ed that these problems will have been elimi- 
nated from the next batch of aircraft to be 
delivered, especially since the necessary 
changes are not extensive. In anticipation of 
the fastest possible elimination of these 
shortcomings the Gruppe did not forward 
the complaints to higher offices, instead it 
only described the good overall impression 
with the comment that those shortcomings 
detected were being overcome in direct co- 
operation with the manufacturer. The most 
important shortcomings to be addressed are 
detailed below. 


Flight Characteristics 

Compared to the Fw 190 A-8, the Ta 152 H- 
0 is capable of tighter turns with less ten- 
dency to fall off into a spin, and this only 
happens at lower airspeeds (approx. 250 
kph). Aircraft which enter a spin in this way 
can easily be recovered after about 500 to 
600 meters by pushing the nose down. Nat- 
urally the larger wing has reduced maneu- 
verability somewhat, but this is in no way 
seen as a disadvantage. The Kommandeur 
claims that he began to black out while 
turning, something that never happened to 
him while flying the Fw 190. In a dogfight 
with an A-8 the latter, flown by a very good 
pilot, was easily outturned by the H-0, 
which was flown by a pilot with only two 
flights behind him in the Ta. All of these 
characteristics have so far mainly been test- 
ed from ground level to about 3,000 meters. 
The Kommandeur has achieved climb per- 
formances of eight minutes to 7,000 meters 
and fifteen minutes to 11,000 meters, and 
he pointed out that he did not use the most 
favorable climbing speed. No dives have 
been carried out yet, or only at speeds be- 
low those recommended as safe in the pi- 
lot’s notes. This caution is attributable to 
statements by the Rechlin Test Station, 
which claims to have noted serious instabil- 
ity in diving flight above 600 kph. Instabili- 
ty about the vertical and elevation axes was 
stressed by Rechlin as an especially nega- 
tive characteristic of the Ta 152 H-0, requir- 
ing constant retrimming in the climb and 
constant monitoring of the turn and bank in- 
dicator while turning. So far the Gruppe has 
made no complaints about these character- 
istics, which is perhaps due to the fact that 
only air combat practice flights have been 
carried out so far and not gunnery flights, 
which require precise aiming and which 
would have revealed the instability if it ex- 
ists to the degree described by Rechlin. 

Speed at low level has been measured 
by-several pilots with the following results, 
whereby the indicated airspeed was com- 
pared with that of an A-8 as a check. 

Take off and landing runs are very 
short and according to the Kommandeur 
permit the use of fields which cannot be 
identified as fighter bases from above. 


‘ TAT report dated 14/2/ 
1945 
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Open servicing hatch 
behind the firewall of 
Werknummer 150 003. 
The hatch provided 
access to the MK 108 
and the oil tank filler 
point. 


Maintenance Load 

The technical officer assessed the mainte- 
nance load of the Ta as less than that of the 
Fw 190; however, it must be taken into con- 
sideration that there is still no maintenance 
manual available with the necessary tips 
and the aircraft are not yet equipped with 
pressurized cockpits. Furthermore, experi- 
ence gained with high-altitude time has yet 
to be evaluated. 


Criticisms 

Undercarriage 

a) In flight the undercarriage does not re- 
tract in time. The causes are unknown. After 
the tailwheel had to be left down (retraction 
mechanism did not function properly), it 
was found that the tailwheel could be re- 
tracted with no problems after a takeoff 
with 20 degrees of flap if the retract com- 
mand was given while simultaneously 
adopting a slightly nose-down attitude at 
about 200 kph (therefore no double retract 
command). This method is only a stopgap, 
however, which must be eliminated as 
quickly as possible through reliable opera- 
tion of the hydraulics, whose load must, if 


Altitude: 2,100 2,400 
Kph: 390-430 


450-470 


necessary, be lightened by locking the 
wheel well doors in the down position. The 
Gruppe will not want to accept a percepti- 
ble loss of airspeed. It should be possible to 
compensate for this, since all of the speeds 
previously cited were achieved with the 
tailwheel extended. 

b) The tailwheel retraction mechanism’s 
roller hops from the guide track on the spar. 
The cause could not be determined with 
certainty. In several cases the roller may 
have come out of the guide track as a result 
of incorrect positioning, while in two in- 
stances badly widened tracks were found, 
in which the roller, operating with a great 
deal of play, probably edged over. 

c) The return spring for the locking lever 
is too weak. Especially in operations from 
softened airfields, mud enters the incom- 
pletely encapsulated roller, making the re- 
traction cycle even more difficult. The re- 
turn spring must be strengthened. As a stop- 
gap measure the Gruppe has installed an 
additional spring. 

d) During takeoffs and landings from 
soggy airfields a great deal of water and 
sand or mud is sprayed into the undercar- 
riage wells. From there water, for the most 
part, makes its way through the MG 151 
mounts into the spar for the hydraulic lines 
as well as through the heating tube junction 
for outboard weapons in the MG 151 weap- 
ons bay. On one occasion forty mm of water 


was still present there approximately fif- 
teen minutes after landing, since there are 
no drain holes. This poses a danger to the 
cannon breeches, the ADSK and the anten- 
na coupler for the Y antenna. Furthermore, 
mainly earth was thrown against the en- 
gine-mounted cannon, clogging up the 
breech, creating the danger of unintentional 
firing. The covers planned to date, for ex- 
ample the blast tubes around the MG 151s 


2,700 3,100 
490-510 550 


and the engine compartment cover, abso- 
lutely must be installed. The Gruppe has 
helped itself in the short term by installing 
appropriate covers and drainage holes (6- 
mm) in the cannon bays. 

e) Unlike the outer bushing, the inner 
bushing of the upper coupling of the under- 
carriage actuator is not secured by set 
screws. In one case this bushing fell out and 
was responsible for the failure of the actua- 
tor to lock in the extended position. 


f) Onallaircraft a heavy buildup of rustis 
noticeable on the bare pistons of the actua- 
tors after a few hours. An attempt must be 
made to protect against rust through the in- 
stallation of oil or graphite rings at the pis- 
ton exit and the application of grease. In any 
case, daily degreasing is to be added to the 
servicing manual. 

g) Ina total of three instances leakage of 
hydraulic fluid was detected from the 
threads of the lower attachment eye on the 


Captured Ta 152 H-0, 
Werknummer 150 003, at 
the end of the war. 


Detail view of the 
wheel well door retrac- 
tion mechanism of the 
Ta 152 H. 
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Remains of a Ta 152 H 
wheel well door which 
was recently discoy- 
ered in Neustadt- 
Glewe. 


actuator piston. The actuators had to be re- 
placed. 

h) Involuntary retraction of the undercar- 
riage occurred on two occasions, once dur- 
ing engine start-up, in which the prescribed 
preliminary pulling of the undercarriage 
handle was omitted. It proved impossible to 
ascertain who could have set the undercar- 
riage switch to RETRACT in the brief inter- 
val during the change of pilots. In the other 
case touchdown probably occurred before 
the actuator had locked in the extended po- 
sition. A check revealed that the hydraulic 
switch had not yet sprung back to the neu- 
tral position, therefore had not been 
switched off yet. 


Wing 

a) Loose rivets. As previously reported in 
the second report dated 17 January 1945, 
loose rivets appear on all Ta 152 H-O air- 
craft beneath the leading edge of the wing 
on the forward rim of the wheel cut-out in 
the wing. 


Power Plant 

a) Evaporation occurs, especially during 
takeoff, as a result of which glycol is 
sprayed onto the windscreen because of the 
unfavorable location of the line. The wind- 
screen washer, which uses gasoline, is un- 
able to remove the glycol. The evaporation 
line must be repositioned. 

b) In two instances already the fairing 
over the oil cooler detached in flight and fell 
into the propeller. Since the destroyed parts 
were no longer available, it could not be de- 
termined whether this was the result of fail- 
ure of the mountings or improperly secured 
bolts. 


Compressed Air System 

a) Because of poor rubber material, valve 
Hn 2 prevented the air bottles from filling 
after emergency activation of the undercar- 
riage and in many cases leaked, allowing 
compressed air to leak at the outboard at- 
tachment. In some cases the rubber material 
stuck to the body of the valve or was hard 
and porous. 


Supply Situation 

The procurement of spares for the ten Ta 
152 H-0 under test by III/JG 301 at Altenow 
has so far presented no serious difficulties. 
The demand for spare parts is moderate and 
can be met by Fw Cottbus. However, this 
source will soon be exhausted for Altenow. 
Elbag Camp 256 in Tetschen-Bodenbach, 
to which the Gruppe had been referred, was 
still completely unstocked on 13 February 
1945. The Gruppe was not informed that 
the delivery of Ta 152 spares had been redi- 
rected to Elbag Camp 288 at Berlin-Tem- 
pelhof. Apart from that, in terms of trans- 
port (including couriers) Berlin is not seen 
as an ideal base. The question of whether 


the wrecked aircraft still at Neuhausen 
could be cannibalized in urgent cases (pro- 
vided that the major components have not 
already been earmarked for the production 
program) was therefore discussed once 
again with management and construction 
supervision in Cottbus. Construction super- 
vision agreed that the Gruppe could salvage 
the necessary material in Neuhausen after 
submitting a requisition for approval. 


Remarks 
So far the wing of the Ta 152 H-0 has 
proved less prone to damage in belly land- 
ings or landings with one undercarriage leg 
retracted. No wing damage has occurred in 
any of the cases so far of the wing contact- 
ing the ground as a result of improper land- 
ings. 

Bremen, 19 February 1945 

Technical Field Team TAT 

Ma/La. 

(Martin) 


Report by Focke-Wulf’s Rechlin Office 
On 16 March 1945 the Rechlin office of Fo- 
cke-Wulf wrote a report on the testing of the 
Ta 152, probably for the last time. This re- 
port is repeated here in its entirety. It clearly 
shows the problems in introducing the Ta 
152 and describes the technical detail prob- 
lems encountered with the Ta 152 H. 


Subject 1: Ta 152 Testing 

1. Wooden Tail 

Because of the fuel shortage only one flight 
has been made with the wooden tail in- 
stalled on WNr. 150 003. Except for the fol- 
lowing, no complaints were made about the 
tail. An error in installation of the cable re- 
turn pulley for the tailwheel left the tail- 
wheel hanging when the undercarriage was 
lowered. As a result a landing had to be car- 
ried out on the emergency skid, causing 
damage to the tail at the tailwheel axle 
mounting points. Flight safety was not en- 
dangered as a result. Repairs will be carried 


The Ta 152 H-0 was 
later converted to the 
new wooden tail at 
Rechlin and under- 
went limited testing 
with it. 
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out as soon as the machine enters the work- 


shop for other reasons. 

At present the second tail is being fitted 
to WNr. 150 010, after which it will be test- 
ed. Unfortunately no extensive testing of 
the wooden tail will be possible at Rechlin 
in the near future, because flying is severely 
restricted by the fuel shortage mentioned 
above. 


2 Undercarriage Testing 

At present accumulators of about 40 cm? ca- 
pacity are being fitted to the undercarriage 
hydraulics switches of all aircraft at Rech- 
lin, further the undercarriage locking has 
been set so that there is a gap of approxi- 
mately 4 mm between the head of the 
downlock latch and the roller on the under- 
carriage leg, finally eliminating the contact 
between mainwheels and wheel well doors. 
Six machines have already been modified 
and adjusted. A concluding assessment of 
this measure cannot be given, because only 
two of the machines have been flown, one 
time each. Everything went smoothly with 
one machine, in the case of the other the 
right undercarriage leg dropped shortly be- 
fore locking but locked in place on the sec- 
ond attempt. Unfortunately airspeed was 
not observed. All six machines locked per- 
fectly on the test stand at approximately 60 
to 70 atmospheres. 


3 New Complaints 
The pressure reducer on the sliding hood of 
WNr. 150 011 was set at 12 atmospheres in- 
stead of 4, as a result of which the sealing 
tube between the recess in the hood and the 
fuselage came out and burst. On two air- 
craft the radiator fairing tore off and flew 
away. More secure fastening is required. 
The cross-section of the sealing tube 
recess on the sliding hood is very irregular, 
as a result of which the tube is badly com- 
pressed in places and cannot emerge (also 
danger of damage). 


4 General 

On orders of the OKL part of the Rechlin 
testing operation is being transferred to 
Lechfeld in Bavaria, including all jet-pow- 
ered aircraft: Me 262, Ar 234 and He 162, 
further all departments involved with jet 
engines or their accessories. 

The focus of the Rechlin operation re- 
mains at Rechlin as before. Efforts at Rech- 
lin will concentrate on testing the Ta 152, 
Fw 190, Do 335 and variants of the remain- 
ing, still up-to-date types. 


5S English Fighter Aircraft Hawker 
Tempest 

Several days ago a new fighter in service 
with the English air force, the Tempest, was 
ferried to Rechlin for testing. Although no 


performance measurements have been 

made, performance may be somewhat less 

than the claimed 690 kph at maximum 
boost altitude of 6,000 meters with emer- 

gency power using the Napier Sabre II A 

engine. Rechlin estimates performance 

with short-term emergency boost as 560 to 

570 kph at ground level and 670 to 680 kph 

at the maximum boost altitude of 6,000 m. 
Rechlin estimates that installation of 

the Sabre VI engine, which has yet to reach 

the front, will result in speeds of about 620 

kph at ground level and 730 kph at maxi- 

mum boost altitude of 8,000 meters using 
short-term emergency boost. 

The Sabre II engine has an emergency 
output of 2,230 H.P. at 3,700 rpm and 1.66 
atmospheres boost pressure. Rechlin made 
the following assessment of its flight char- 
acteristics: 

a Longitudinal stability (static and dy- 
namic) generally good with high stick 
forces. 

b Dynamic directional stability. 
Oscillation period 2 1/2 sec. at 2,000.:m 
at speed of 450 kph (oscillation moder- 
ates after 4 to 5 cycles). Me 


c Rudder forces moderate. 

d_ Aileron forces increase sharply above 
dynamic pressure and especially at 
maximum deflection. Stall behavior 
probably poor, however not yet con- 
firmed since throttle lever fractured on 
this flight and stall behavior could not 
be observed. 

e — Aileron and rudder controls great trav- 
el and small force increase in neutral 
position (typical English: Wellington 
and Lancaster). 

f Roll rate at 450 kph, one roll approxi- 
mately 5 to 6 sec. Other data: takeoff 
weight 5,150 kg, not 6 tonnes as gener- 
ally claimed. Wing area approximately 
27.5 to 28 m*, wing loading approxi- 
mately 185 kg/m’. Fuel capacity 729 1. 
Fuel type 100 octane, 130 octane for 
the Sabre VI. Armament four 20-mm 
Hispano 404 Mk. V cannon. Weapons 
arrangement: buried in wings. Wing- 
span 12.46 m. Overall length 10.24 m. 
The Tempest shows a family resem- 

blance to the Typhoon but structurally is 

very different and more closely resembles 
the Spitfire with its elliptical wing plan- 


Hawker Tempest Mk. 
V. The Ta 152 was ca- 
pable of engaging this 
British fighter success- 
fully. The Tempest was 
tested in Rechlin to- 
wards the end of the 


war. 
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Lineup of the first Ta 
152 Hs of III/JG 301 at 
Alteno near Luckau on 
27 January 1945 fol- 
lowing the ferry flight 
from Neuhausen. 


form. It is noteworthy that it has the sliding 
canopy of the 190, however since the pilot 
sits higher visibility from the cockpit is 
somewhat better than in the 190. The slid- 
ing hood has the same head armor, but it is 
only 10 mm thick. The wing has a laminar 
profile. The vertical tail has been enlarged 
through the addition of a prominent fuse- 
lage fillet, which is similar to that of the B- 
17. 

The mainwheel arrangement has been 
changed so that a tire change now only re- 
quires the tire with hub to be removed in- 
stead of the entire wheel. This makes quick 
tire changes possible. 

The Tempest has allegedly been used 
against the V | device, and 600 V Is are said 
to have been brought down through the ex- 
pedient of the Tempest overtaking the V 1 
rocket in a dive and causing it to crash by 
making contact with its wing. An elastic de- 
vice is probably fitted to the wing in order to 
avoid damage. 

Rechlin, 16/3/1945 RB Schl/Ms 


(Schlauch) 


In Service with ILl/JG 301 and 
Stab JG 301 


In the early days of December 1944 III 
Gruppe of Jagdgeschwader 301 learned 
that it was to convert to the new Focke- 
Wulf Ta 152 H. But as it turned out, Ll 
Gruppe was not to receive its first Ta 152 H 
until 27 January 1945. 


Consequently the Gruppe continued to 
fly missions in the Defense of the Reich. 
While “Operation Bodenplatte” was taking 
place on | January 1945, JG 301 together 
with JG 300 formed the backbone of the 
Defense of the Reich. Beginning on 4 Janu- 
ary 1945 III Gruppe moved to Alteno near 
Luckau and soon afterwards to Schroda 
near Posen, near the Russian front. The air- 
field had to be abandoned almost immedi- 
ately as the front was drawing near. Most of 
the unit’s Fw 190 A-8/R11s and Fw 190 A- 
8/R2s succeeded in taking off in spite of 
fog; the rest had to be blown up. The 
Gruppe subsequently returned to Alteno. 

The day finally came on 27 January 
1945. After the unit had relinquished its re- 
maining Fw 190 A-8s to other units, it set 
off in wood-gas-powered trucks for Cott- 
bus. In Neuhausen the pilots of III/JG 301 
took charge of the first eleven Ta 152 H-Os. 
Their Werknummern were 150 001, 150 
022, 150 025, 150 032 and 150 034-150 
040. Following a short verbal indoctrina- 
tion by Focke-Wulf technicians, the pilots 
flew the Ta 152 Hs back to Alteno. It was 
there that the only known photo of the unit’s 
newly acquired Ta 152 H-0 high-altitude 
fighters was taken. But enemy action had 
already resulted in the destruction of four- 
teen brand-new Ta 152 H-Os at Neuhausen 
near Cottbus on 16 January 1945 and dam- 
age to two others' and these machines could 
not be delivered to the Gruppe. Even later, 
the original plan to equip II/JG 301 with 35 
Ta 152 Hs was never brought to fruition. 


During its conversion until the end of Feb- 
ruary the Gruppe was not available for duty 
in the Defense of the Reich. At that point in 
time the Gruppenkommandeur was Major 
Guth, the adjutant Lt. Schréder and the 
technical officer Hptm. Hélzer (on 14 Feb- 
ruary 1945 Hptm. Holzer was transferred to 
1 Gruppe; his successor, Oblt. Schallen- 
berg, came from II Gruppe). 

During this conversion, on | February 
aircraft 150 037 was lost in a crash while 
being flown by Uffz. Hermann Diirr. Uffz. 
Diirr, of 12/JG 301, was on a practice mis- 
sion not far from the airfield when the Ta 
152 went into a flat spin. Uffz. Diirr was 
killed in the subsequent crash, which de- 
stroyed 98% of the aircraft. A second ma- 
chine, 150 022, was made flyable again af- 
ter a crash landing. By 14 February 1945 
the Gruppe had already completed 120 
flights totaling about 40 flying hours. All of 
IN/JG 301’s pilots were retrained on the 
new Ta 152 H and flew practice missions in 
the aircraft. At that time the Gruppe consist- 
ed of four Staffeln and as a rule each Staffel 
had twelve pilots. What was lacking was 
new Ta 152s. Aircraft serviceability aver- 
aged 75%, however this rapidly fell to 30% 
because water-contaminated fuel resulted 


in injection pump seizures. The technical 
personnel soon had the problem in hand, 
however. Since the approaching front 
turned the Alteno airfield into an operation- 
al base for fighter and close-support Grup- 
pen, II/JG 301 was supposed to move to 
Alperstedt near Erfurt so as to allow testing 
to go on uninterrupted. This did not come 
about, however, for on 16 February 1945 
the Gruppe moved from Alteno to Sachau. 
I/JG 301’s first live action against 
American bomber units came on 2 March. 
The target of the Americans was the Bohlen 
chemical plant near Leuna. Twelve Ta 152s 
took part in this mission. The fighters’ as- 
sembly point was the airspace between 
Burg and the Harz at an altitude of 8,000 
meters. There was no contact with the ene- 
my, however, since the Ta 152 pilots were 
forced to fend off repeated attacks by the Bf 
109s of another unit. Fortunately there were 
no losses, as the climbing ability and ma- 
neuverability of the Ta 152s enabled them 
to evade these attacks. The unfamiliar 
shape of the Ta 152 was virtually unknown 
in the other Jagdgeschwader. A direct 
warning to the attacking fighters was not 
possible, for there was no direct radio con- 
tact between fighters. Each fighter unit was 


Captured Ta 152 H-1, 
Werknummer 150 168, 
“Green 9”, already 
wearing British roun- 
dels as Air Min 11. 


' Confirmed by war diary 
entry, chief air 
armaments, air 
equipment working 
group. 
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Generalmajor Peltz, 
commander of the en- 
tire Defense of the 
Reich, inspects JG 301 
on 14/03/45. From left 
to right: Obstlt. Fritz 
Auffhammer Kommo- 
dore JG 301, General- 
major Peltz and Grup- 
penkommandeur Hptm. 
Herbert Ndlter. 


Another photo of 
Obstlt. Auffhammer, 
Generalmajor Peltz and 
Hptm. Nélter at Sten- 
dal; in the background 
is “Black 3”, Werk- 
nummer 150 007 (the 
number “7” is just vis- 
ible on the rudder), the 
aircraft of Obfw. Willi 
Reschke. 


assigned its own frequency; this enabled ra- 
dio communications with other aircraft in 
the formation but not other units. Commu- 
nication with other units was only possible 
through the fighter control center, which in 
this case reacted too late. Among the pilots 
who took part in this failed mission were 
Hptm. Stahl, Lt. Reiche, Obfw. Sattler, 
Obfw. Keil, Fw. Reschke and Uffz. Blum. 
A second mission a few days later also 
went badly. En route Major Guth’s Ta 152 
developed engine problems. Obfw. Resch- 
ke and Fw. Blum were ordered to escort 
Major Guth back to base. Since it was be- 
coming obvious that the Gruppe was proba- 
bly not going to reach its authorized 
strength of thirty-five Ta 152 Hs and that 
the majority of III Gruppe’s pilots could not 
be committed due to lack of aircraft, orders 
were issued to hand over all remaining Ta 
152s to the Geschwaderstab, which at that 
time was based with II Gruppe at Stendal. 
One further Ta 152 was lost during this re- 


organization. The machine of Obfhr. Jonny 
Wiegeshoff stalled and crashed while on 
approach, killing the pilot. Obfw. Reschke 
described the crash of Obfhr. Wiegeshoff: 
“The aircraft was visibly slower as it ap- 
proached the airfield. Although his airspeed 
was obviously too low, he pulled up again at 
the airfield boundary and then came down 
like a stone. It is very likely that the propel- 
ler pitch control was no longer working and 
the propeller was in the feathered position.” 
Then on 13 March 1945 came a strongly- 
worded order to hand over the remaining Ta 
152 Hs to the Geschwaderstab. And so at 
4:10 PM on 13 March 1945 Obfw. Willi Re- 
schke took off from Sachau, landing at 
Stendal at 4:25. The next day HI/JG 301 
was visited by a high-ranking delegation 
under Generalmajor Peltz. At that point the 
entire Defense of the Reich was under 
Peltz’s command and he even took the op- 
portunity to fly Obfw. Reschke’s Ta 152 H 
himself. Meanwhile III Gruppe was re- 


equipped with new Fw 190A-9 fighters and 
returned to action. On 14 March 1945 the 
Gruppenkommandeur of I/JG 301 Major 
Guth took over a Luftwaffe field battalion at 
Hagenow. His successor was Hauptmann 
Gerhard Posselmann. 

From this time on the Stabsschwarm 
flew combined missions with II Gruppe 
from Stendal and provided top cover for IT 
Gruppe during takeoff and landing. In coor- 
dination with the base flak, pairs of Ta 152s 
took off to protect the Gruppe from attacks 
by enemy fighters and fighter-bombers. 
The Stabsschwarm consisted of the follow- 
ing pilots: Obstlt. Auffhammer, Hptm. 
Stahl, Obfw. Sattler, Obfw. Keil, Obfw. Re- 
schke and Fw. Blum. After the transfer to 
Neustadt-Glewe they were joined by Obfw. 
Loos. During this period Il Gruppe lost just 
one aircraft, a Fw 190 D-9 shot down by a 
P-47 Thunderbolt while attempting to land. 

This was a very difficult time for the 
handful of Ta 152 pilots, for dealing with at- 


tacks from all sides while constantly out- 
numbered was sometimes impossible. But 
the Ta 152 demonstrated its qualities as a 
fighter in these defensive battles. Its high 
speed, tight turning radius and enormous 
climb rate must actually have brought many 
P-47 and Tempest pilots to the point of des- 
peration. Not a single Ta 152 H was lost in 
all these airfield defense missions. On 7 
April 1945 the Stabsschwarm received 
word that two Ta 152s were sitting at the 
Rewe 2 production site at Erfurt-North 
waiting to be picked up. Early on the morn- 
ing of 8 April Obfw. Reschke and Fw. Blum 
took off in an Ar 96. The air raid sirens were 
howling as the two brand-new Ta 152s left 
Erfurt for the flight back to Stendal. Obfw. 
Reschke described this daring mission: 
“Both machines were unarmed and it 
wasn’t so easy to get them to Stendal in one 
piece.” On 10 April Erfurt was taken by the 
Americans. Unfortunately it is no longer 
possible to ascertain the variant and 


Generalmajor Peltz 
climbs into the cockpit 
of Ta 152 H “Black 3”. 
Clearly visible are the 
octane triangles for the 
fore and aft tanks and 
the border for the 115- 
lauxiliary tank or GM 
1 tank. 


Another photo of 
Generalmajor Peltz in 
the cockpit of the Ta 
152. 
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Hptm. Nolter reads out 
the order of the day at 
Stendal on 15 March 
1945; in the back- 
ground Fw 190 D-9s of 
I/JG 301 and on the 
far right a Ta 152 H. 


Werknummern of these Erfurt Ta 152s. The 
Ar 96 was left behind in Erfurt. The Stabss- 
chwarm was now back up to eight service- 
able Ta 152s. That same day the Ta 152 Hs 
engaged fifteen P-47s in the Brunswick 
area, in the course of which Jupp Keil was 
able to shoot down a Thunderbolt. Since 
operational conditions were changing from 
day to day, JG 301 and its three Gruppen 
moved from Stendal, Salzwedel and Sa- 
chau to the airfields at Neustadt-Glewe, 
Ludwigslust and Hagenow. The Stabss- 
chwarm flew its last missions with the Ta 
152 H from Neustadt-Glewe. Obfw. Resch- 
ke: “Neustadt-Glewe was a fortunate 
choice, since the airfield was surrounded by 
light, twin-barreled anti-aircraft guns 
which gave our machines the necessary 
protection during takeoff and landing, pre- 
venting the , Hackers’, as the enemy fighter- 
bombers were called, from attacking the 
field at low level.” The Stabsschwarm suf- 
fered its first loss at Neustadt-Glewe. Dur- 
ing the afternoon of 15 April 1945 several 
British Tempests strafed rail installations in 
Ludwigslust. Four Ta 152s took off to inter- 
cept. The Ta 152 H of Obfw. Sepp Sattler 


was lost before combat was joined for rea- 
sons unknown. The remaining Ta 152s en- 
gaged the Tempests of No. 486 Squadron at 
low level. Obfw. Willi Reschke positioned 
his “White 1” behind’ the Tempest being 
flown by Lt. Mitchell and damaged its tail 
assembly with his first burst. Thus warned, 
the Tempest pilot, now at ground level, tried 
to escape the Ta 152 H’s field of fire by 
turning ever tighter. While this posed no 
problem for the Ta 152 H, the Tempest 
stalled and crashed in a nearby wooded 
area. Obstlt. Fritz Auffhammer was very 
fortunate after his Jumo 213 E suffered su- 
percharger failure and visibly lost power 
during combat. Bathed in sweat, he man- 
aged to land at Neustadt-Glewe. Pilots 
Obfw. Sattler and Lt. Mitchell were buried 
side by side in Neustadt-Glewe. 

On 24 April 1945, during the Battle of 
Berlin, there were engagements with Yak 
9s. Once again the Stabsschwarm put up 
three pairs of fighters. These accompanied 
II Gruppe, which carried out low-level at- 
tacks against Russian positions. Since there 
was no contact with enemy aircraft, the 
Stabsschwarm was ordered to reconnoiter 


over Berlin. There was an encounter with 
Yak 9s in poor visibility. In the ensuing dog- 
fight the Stabsschwarm lost Hptm. Her- 
mann Stahl and his Ta 152. Four Yak 9s 
were shot down, two by Obfw. Willi Resch- 
ke and two by Obfw. Walter Loos (Green 
4). The disarray in command of the last 
days of the war makes it impossible to date 
the last mission with certainty, but it was 
probably on 30 April 1945. On that day 
Walter Loos shot down another Yak 9. The 
Ta 152s had shot down at least ten enemy 
fighters for the loss of just two of their own 
number. The last transfer of the Stabss- 
chwarm was to Leck in Schleswig-Hol- 
stein. All remaining Ta 152s were handed 
over to the British. While other Ta 152s 
were scrapped, “Green 9” (WNr. 150 168) 
was spared and was flown to England in the 
belly of an Ar 232. 

This Ta 152 was last flown by Obfw. 
Willi Reschke. The Ta 152 H-1, now desig- 
nated Air Min 11, was tested by famous test 
pilot Eric Brown during a flight from Farn- 
borough to Brize Norton. Curiously, the 
British experts did not succeed in evaluat- 
ing the Ta 152 H-1’s performance with GM 


1 and MW 50 injection. They were satisfied 
with what they had, consequently there 
were no performance comparisons with Al- 
lied fighter aircraft. Ta 152 Werknummer 
150 168 was scrapped in 1946. Unfortu- 
nately there is no information as to the fate 
of other Ta 152s captured by the British. 
The chapter on the operational career of the 
Ta 152 ends with a sentence by Willi Resch- 
ke. “The Ta 152 was my life insurance in the 
last days of the war.” This sentence reflects 
the enormous relationship of trust that ex- 
isted between the Ta 152 pilots and their 
machines. 


Remarks 
III Gruppe used the following Staffel 
markings: 


9 Staffel: white numbers 
10 Staffel: red numbers 

IL Staffel: yellow numbers 
12 Staffel: black numbers 


Aircraft of the Stabsschwarm wore 
green numbers. In JG 301 it was not stan- 
dard practice to apply the Werknummer as 
well as the tactical number (eg. Green 9), 
thus it is impossible to associate a pilot with 


Obfw. Reschke scored 
several victories while 
flying the Ta 152 H. 


Oberfeldwebel Josef 
Keil scored five victo- 
ries with the Ta 152 H 
and shot down the first 
Mustang on 1 March 
1945. 
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Oberfeldwebel Ger- 
hard Loos scored sev- 
eral victories with the 
Ta 152 H. 


a particular aircraft. Consequently, the 
names of all the pilots known to have flown 


the Ta 152 on operations are listed here. I 
would be grateful for any additional infor- 
mation. 


Operational Ta 152 H Pilots of JG 301 
Major Guth 

Obstit. Fritz Auffhammer 

Obit. Schallenberg 

Lt. Reiche 

Hptm. Hermann Stahl 

(killed in air combat 24/4/1945) 

Obfw. Sepp Sattler 

(killed in action 15/4/1945) 

Obfw. Josef Keil 

Obfw. Walter Loos 

(38 victories, including 22 heavy bombers 
and 8 Soviet aircraft) 

Obfw. Willi Reschke 

(26 victories, including 18 heavy bombers) 
Obfw. Herbert Stephan 

Fw. Bubi Blum 

Obfhr. Jonny Wiegeshoff 

(killed in the crash of his Ta 152 on 14/3/ 
1945) 

Uffz. Hermann Diirr 

(killed in the crash of his Ta 152 on 1/2/ 
1945) 


Jagdstaffel 152 and Operations with 
Stab JG 11 

The first Ta 152 H-Os from the Cottbus 
production line were handed over to the Re- 
chlin Test Station for trials. It was intended 
that the first production aircraft would be 
used for trials at Rechlin since full-scale 
testing with the four non-production proto- 
types (the Fw 190 V 33/U1, V/30 U1, V 29/ 
UI and V 18/U1) had not been possible. 
Consequently it was anticipated that there 
would be delays resulting from complaints 
about flight safety and handling character- 
istics as well as a considerable number of 
initial changes. The Rechlin Test Station re- 
quested a total of twelve Ta 152 H-Os for tri- 
als. The first aircraft arrived at Rechlin on 
11 December 1944. All test aircraft were 
delivered by 31 December (22 December— 
1 Ta 152 H, 23 December—1 Ta 152 H, 29 
December—1 Ta 152 H, 30 December—4 
Ta 152 H, 31 December—4 Ta 152 H). In 
command of Erprobungskommando Ta 
152, EK 152 for short, was Hauptmann 
Bruno Stolle. Stolle had arrived from I/JG 
11 on 25 November 1944 and had a total of 
35 victories to his credit, including 5 heavy 
bombers. Later, EK 152 was officially re- 
designated Stabsstaffel JG 301, but it never 
joined II/JG 301. Trials were supposed to 
last until 1 April 1945. Original plans to ex- 
pand EK 152 into four Staffeln never came 
about. Instead II] Gruppe of JG 301 was in- 
volved in the testing process. 

Later, the desperate military situation 
led to the order that all of the test station’s 
aircraft were to be used against the enemy. 
The so-called Gefechtsverband K.d.E. (Test 
Command Battle Unit) was supposed to be 
formed at Rechlin and was under the com- 
mand of Oberst Petersen, director of the 
Rechlin Test Station. All operational Me 
262s, Ar 234s, Bf 109s, Fw 190s, Ta 152s, 
Ju 88s, Ju 188s and He 111s and their crews 
were to be part of the unit. According to a 
strength report dated 9 February 1945 the 
Gefechtsverband K.d.E. had on strength 9 
Bf 109s, 4 Me 262s, 8 Ta 152s, 25 Fw 190s 
(two Jabostaffeln), 9 Ar 234s (high-speed 


bomber Staffel), 10 He 111s and 17 Ju 88s 
and Ju 188s. 

Jagdstaffel Ta 152, formerly EK 152, 
was to fly operations from Roggentin. 
Hauptmann Bruno Stolle remained in com- 
mand of the Staffel. On 4 February 1945 the 
Staffel, now designated “Jagdstaffel 
Roggentin”, was made available by the 
K.d.E. for operations in the east. At this 
point the number of aircraft was six Ta 152 
H, which rose to eight on 8 February. So far 
it is not known whether this unit was used 
operationally, however the Werknummern 
of seven Ta 152s at Rechlin are known. The 
aircraft were pre-production Ta 152 H with 
the Werknummern 150.003 (CW +CC), 150 
006 (CW + CF), 150 008, 150 009 (CW + 
CI), 150010 (CW+CJ), 150011 and the Ta 
152 C V8, WNr. 110 008 (GW + QA). It is 
also known that four to six Ta 152 H were 
assigned to the Stab of JG 11 at Neustadt- 
Glewe at the end of April 1945 shortly be- 
fore its move to Leck. According to infor- 


mation provided by Herr Mehling, then a 
Leutnant in Stab JG 11, all appeared to have 
been test aircraft since no two were alike. 


The Ta 152s were not used in combat and 
only a few familiarization flights were car- 
ried out. During its last transfer to Leck the 
unit was engaged by Spitfires, resulting in 
the loss of two Ta 152 H. A third made a bel- 
ly landing at Leck, as a result of which just 


Front view of the 
captured Ta 152 H-0 
Werknummer 150 
010. 


Hptm. Bruno Stolle 
commanded the test 
detachment EK 152, 
which was equipped 
with the Ta 152 H, at 
Rechlin. 
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Side view of the tenth 
Ta 152 H-0, 150 010. 


150 010 with engine 
running. 


one Ta 152 H, flown by Lt. Mehling, landed 
safely there. Thus ended the wartime career 
of the Ta 152 H. 

Plans for a comparison flight on 9-10 
May 1945 involving the Ta 152 H flown by 
Lt. Mehling and a Spitfire XIX were can- 
celed for security reasons. It was feared that 


the German pilot might parachute from the 
Ta 152, resulting in the loss of the aircraft. 
Lt. Mehling recalled that, compared to the 


Fw 190 D-9 he had previously flown, the Ta 
152 H could climb better, was more maneu- 
verable and had a lower landing speed. 

The Ta 152s with the Werknummern 
150003 (CW + CC) and 150010 (CW+CJ) 
supposedly fell into British hands intact. 
While no information can be found as to the 
fate of 150 003, after the war 150 010 was 
taken to America, where it remains as the 
sole existing Ta 152 H-0. 150 010 was cap- 


tured by the British at Aalborg (Denmark) 
and was later passed on to the Americans. It 
initially received the marking “USA 11” 
and was ferried to Melun, France by pilot 
Fred McIntosh of the “Watson Whizzers.” 
After crossing the Atlantic on the carrier 
Reaper, the Ta 152 reached Wright Air 
Force Base in Indiana, where it was desig- 
nated FE 112 (FE=Foreign Evaluation). 
This was later changed to T2-112. The code 
“Green 4” applied in America, which was 
probably supposed to indicate the Stabss- 
chwarm of JG 301,-cannot be verified. Pho- 
tographs reveal that in addition to its facto- 
ry code of CW + CJ the aircraft probably 
wore a “2” at some point as well as a black 
“6” or “8.” Today the disassembled Ta 152 
is in the possession of the NASM in Wash- 
ington and there are no plans to restore it in 
the foreseeable future. Although the Ameri- 
cans captured at least two Ta 152s (includ- 
ing 150 167) and apparently made them 
ready to transport, there is no information 
as to their fates, even from the American 
side. 


Production of the Ta 152 H at Cottbus 


Production of the Ta 152 H by Focke-Wulf 
began with the Ta 152 H-0 version, which 
had no wing tanks and no power boosting 
(MW 50 or GM 1). Assembly of the Ta 152 
H-0 began in the Cottbus factory. The first 
two production Ta 152 H were test flown at 


the end of November 1944. Test pilot Hans 
Sander flew the first production Ta 152 H-0 
(WNr. 150 001, CW + CA) on 29 Novem- 
ber 1944. Sander then test flew the second 
production Ta 152 H-0 (WNr. 150 002, CW 
+CB) on 29 November and the third (WNr. 
150 003, CW + CC) on 3 December. Eigh- 
teen more Ta 152 H-Os were accepted in 
December 1944. During this — time 
Werknummer 150 025 made a crash landing 
on Cottbus airfield. Material failure caused 
the undercarriage bolts to shear off. This 
machine was repaired, however, and was 
one of those handed over to III/JG 301 on 
27 January 1945. Twenty more Ta 152 H 
were accepted in January 1945 and the last 
three in February. After this production at 
Cottbus ended for good due to missing 
components and relocation measures. It is 
thus very likely that a total of just forty- 
three Ta 152 H were produced in Cottbus. 
On 16 January 1945 Neuhausen was at- 
tacked by approximately forty Lightnings 
and Mustangs, destroying fourteen brand- 
new Ta 152 H and damaging another. This 
loss had serious consequences for III/JG 
301, preventing it from reaching its planned 
strength of thirty-five Ta 152 H fighters. 
One Ta 152 H (Fw 190 V 18/U2, CF + 
OY) was used for training purposes, espe- 
cially for the factory test pilots, from 21 to 
25 November 1944. Then on 25 November 
Hans Sander flew the V 18/U2 back to Lan- 
genhagen. After this, from 28 November to 


Rear view of the tenth 
production machine, 
registration CW + CJ, 
Werknummer 150 010, 
here with British roun- 
dels on 4 September 
1945. 
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Lt. Mehling flew his last 
mission in a Ta 152 H 
from Neustadt-Glewe to 
Leck. Here he is seen 
with air movements 
clerk Kurt Brauer on 
the tail of his Fw 190 A 
“White 4” while with 7/ 
JG 51. 


Lt. Mehling leaves the 
cockpit of his Fw 190 A 
after a combat mission 
at the end of 1943. He 
ended the war with 22 
confirmed victories, in- 
cluding 2 (3) Thunder- 
bolts which he shot 
down on 4 January 1945 
while flying a Fw 190 D- 
9s 


3 December 1944, the Fw 190 V 29/U1, GH 
+ KS, was used for further training at Cott- 
bus. On 23 December the V 18/U2 ground- 
looped to the right while taking off, as a re- 
sult of which the right undercarriage leg re- 
traction cylinder attachment fitting was 
torn off. The new wooden tail was first fit- 
ted during the repair process. 


The Low-Level Attack on Neuhausen 
Airfield on 16 January 1945 


On 16 January 1945 the Ta 152 H produc- 
tion program suffered a severe setback. The 
following account is from a report ad- 
dressed to the OKL, Chief of Air Arma- 
ments. 

Time of the attack: 12:03 to 12:35 PM. 

Number and type of enemy aircraft: 
several Mustangs and Lightnings in the Ru- 
hland-Neuhausen area. 

Height and execution of attack: 

Aircraft flew over the airfield at a 
height of about 500 m and flew away to the 
east without firing. Then followed a low- 
level attack from the northeast and south- 
west with subsequent passes from south to 
north and west to east, sometimes as low as 
two to three meters above the ground. The 
attack was made in approximately four 
waves of about ten aircraft each against air- 
craft camouflaged on the airfield boundary 
and parked in the woods. 

Weather: clear. 


Makeshift defense on the airfield by 
Luftwaffe unit stationed there. Used were 
one 20-mm gun, ten MG 81 machine-guns. 

Results of attack: Focke-Wulf compa- 
ny aircraft destroyed: 14 Ta 152, 1 Fw 190. 
One Ta 152 approximately 30% damage. 

Facilities destroyed: One small wood- 
en hangar with accumulator station housed 
there, transformers and work benches. (De- 
stroyed by fire.) 


The aircraft cited as destroyed in the 
report were parked in the forest or close to 
the forest edge around the airfield. Camou- 
flage was enhanced through the use of fir 
branches and in some cases camouflage 
nets. The blast pens in the Neuhausen dis- 
persal area could only be used by the Fw 
190 and not by the Ta 152 on account of the 
latter type’s wingspan. 


Ta 152 H-0 Werk- 
nummer 150 005, CW 
+ CE, on the compass- 
swing platform at 
Cottbus. 


Front view of the fifth 
production aircraft, 
150 005, which was test 
flown in December and 
later served Junkers in 
the Jumo 213 E test 
program. 
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Side view of Ta 152 H- 
1 Werknummer 150 167 
captured by the Amer- 
icans at Erfurt-North. 


The large number of completed aircraft 
present at Neuhausen can be explained by 
the fact that two special tests have to be car- 
ried out following completion of the air- 
craft and testing by the B.A.L.: 

1. Testing of the motor attachment 
bolts in Fw 190 Replacement Part No. 


190.641-0106. 2. Check for cracks in weld 
seams on aileron pushrods. Carrying out 
these checks and replacing defective parts 
takes some time, however for reasons of 
flight safety the aircraft cannot be ferried 
away before the checks are done. Finally 
another check has to be carried out on the 


Planned Production of Individual Variants of the Ta 152 from 11 January 1945 


Baureihe Verw.- Motor Firma 
Zweck 1 
CYRIL J DB603L MMW — 
ATG - 
SFH - 
GFW 
WFG -— 
B-S/RIL  Z 8213 F-1 Erla = 
E-2R11 A 8213 F-1 MMW —- 
H-I/RI1 JH6 8213 F-1 FW 10 
Erla - 
WFG - 
Firmen: 


ie 
we 
cs 
w 
a 
wt 
oo 


ATG Allgemeine Transportanlagen Gesellschaft in Leipzig; 
MMW ss Mitteldeutsche Metallwerke in Erfurt; Erla in Leipzig 


GFW Gerhard Fieseler Werke in Kassel; 
SFH Siebel Flugzeugbau in Halle; 
WEG Waggonfabrik Gotha 


Werknummer List of Production Aircraft Built at Cottbus 


Werknummer Registration Remarks 

150001 CW+CA First flight on 24 November 1944 at Cottbus, pilot Hans Sander. Forced land- 
ing with engine stopped. Used as operational aircraft by III/JG 301 from 27/ 
1/1945. 

150.002 CW+CB First flight on 29 November 1944 at Cottbus, pilot Hans Sander 

150.003 CW+CC First flight on 3 December 1944 at Cottbus, pilot Hans Sander. First Ta 152 H 


to Rechlin on 11 December 1944. Converted to wooden tail at Rechlin, from 
4 February 1945 with Jagdstaffel Ta 152. Staffelkapitén Hptm. Stolle, based 
at Roggentin 

150 004 CW+CD First flight on 17 December 1944 at Langenhagen, pilot Hans Sander. Test- 
bed at Langenhagen, last known flight on 19 February 1945. Converted to 
strengthened cowling for increased speed and test flown by pilot Schnier at 
Langenhagen on 9 February 1945. Aircraft set aside at Reinsehlen on 9 Feb- 


ruary 1945 

150.005 CW+CE Circuit at Cottbus on 8 December 1944, assigned to Junkers, Dessau for en- 
gine trials, still there on 18 March 1945 

150 006 CW+CF Test flight from Neuhausen to Cottbus on 27 December 1944, Cottbus to 


Neuhausen on 31 December 1944, Picked up at Neuhausen on 31 December. 
Known to have been tested at Rechlin from 10 February to 2 march 1945. 
Operational aircraft with Jagdstaffel Ta 152. 


150.007 © CW+CG “Black 3,” first IN/JG 301 later Stabsschwarm JG 301, test flown by GMJ. 
Peltz on 15 March 1945. Pilot Obfw. Reschke 

150 008 CW+CH Testing at Rechlin. Belly landing at Kleinhausen on 20 February 1945, pilot 
Baist. Operational aircraft Jagdstaffel Ta 152. 

150.009 CW+CI Factory test flight Cottbus on 17 December 1944. 24 December 1944 ferried 


from Cottbus to Roggentin by pilot Kamp. Operational aircraft Jagdstaffel Ta 
152, then to Stab JG 11. 


150010 CW+CI Tested at Rechlin from 30 January to 8 March 1945. 
Second Ta 152 H with wooden tail. Operational aircraft Jagdstaffel Ta 152, 
then to Stab JG 11 

150011 CW+CK Testing at Rechlin, first to have GM 1 installed. 
Operational aircraft Jagdstaffel Ta 152 

150012 No information 

150013 Check flight Cottbus to Neuhausen on 2 January 1945 

150014 First flight on 23 December 1944, pilot Bielefeld (factory pilot). Test flight 


from Neuhausen to Cottbus on 29 December 1944, Acceptance flight Cott- 
bus to Neuhausen on 5 January 1945 


150015 Check flight Neuhausen to Cottbus on 5 January 1945. 
Check flight at Neuhausen on 6 January. 
150016 Acceptance flight from Neuhausen to Cottbus on 29 
December 1944. Check flight from Cottbus to Neuhausen on 3 January 1945 
150017 Test flight from Cottbus to Neuhausen on 29 December 1944. Check flight 
from Neuhausen to Cottbus on 3 January 1945. 
150018 No information 
150019 First flight on 29 December 1944 at Neuhausen, test pilot Bielefeld 
150 020 CW+CT Test flight Neuhausen on 10 January 1945 
150021 Check flight Neuhausen to Cottbus on 31 December 1944. 
Check flight Cottbus to Neuhausen on 4 January 1945. 
150 022 Accepted Neuhausen on 10 January 1945. From 27 January operational air- 
craft with III/JG 301. Crash landing in February 1945, repaired. 
150023 First flight from Cottbus to Neuhausen on 29 December 1944, pilot 


Bielefeld. Crashed while being flown by Hptm. Eggers on 9 February 1945 
during ferry flight from Tarnewitz to Rechlin. 


150 024 First flight from Cottbus to Neuhausen on 31 December 1944, pilot 
Bielefeld. 
150 025 Check flight Neuhausen to Cottbus on 31 December 1944, undercarriage 


failure on landing (10%). Check flight Neuhausen on 28 January 1945. From 
27-28/1/1945 operational aircraft with II/JG 301 


150.026 No information 

150.027 Test flight Neuhausen on 5 January 1945. Converted as test-bed for Ta 152 C- 
3 with MK 103 engine-mounted cannon, DB 603 E engine. 

150 028 No information 

150.029 First flight on 7 January 1945 at Cottbus. 

150.030 Flights on | and 2 February 1945 at Langenhagen, pilot Hans Sander. Con- 
verted as weapons test-bed for Ta 152 C-3 with MK 103, DB 603 E engine. 

150031 No information 
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Werknummer __ Registration 
150 032 


150 033 
150 034 
150.035 
150 036 
150 037 
150038 
150.039 


150.040 
150 167 


150 168 


150 169 


Remarks 

First flight on 17 January 1945 at Cottbus, from 27 January operational 
aircraft with II/JG 301. 

No information. 

First flight Cottbus to Neuhausen on 20 January 1945. Test flight at Neu- 
hausen on 23 January. Accepted at Neuhausen on 23 January. From 27 
January operational aircraft with III/JG 301. 

From 27 January 1945 operational aircraft with III/JG 301. 

First flight at Cottbus on 16 January 1945, from 27 January operational 
aircraft with ITI/JG 301. 

First flight Cottbus to Neuhausen on 18 January 1945, from 27 January 
operational aircraft with III/JG 301. Crashed on | February 1945, pilot 
Uffz. Diirr killed, 98% write-off. 

From 27 January 1945 operational aircraft with III/JG 301. 

From 27 January 1945 operational aircraft with III/JG 301. 

From 27 January 1945 operational aircraft with III/JG 301. 

Captured in flyable condition at Erfurt-North by American troops on 15 
April 1945; in all likelihood 150 167 was earmarked for conversion to Ta 
152 H-10 standard. : 
“Green 9.” Last Luftwaffe flight by Obfw. Willi Reschke. 

Captured at Leck and taken to England, there flown from Farnborough 
(test station) to Brize Norton by Eric Brown, scrapped in England. 
Highest known Werknummer, supposedly also captured at Leck. 


Front view of Werk- 
nummer 150 010 at 
Wright Field’ in 
America as captured 
enemy aircraft FE 112. 


Rear view of CW + CJ 
with FE (foreign evalu- 
ation) number 112 on 
its tail while under 
evaluation in the USA. 
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ATa 152 minus propel- 
ler, parked at Leck; 
this captured Ta 152 H 
was supposedly Werk- 
nummer 150 169. 


fuel tanks, as received by telex from the of- 
ficer at the Rechlin Test Station in charge of 
the type. Hptm. Schmitz. 

It should also be mentioned here that a 
wider dispersal of the aircraft was not pos- 
sible because the airfield was also being 
used by a Luftwaffe unit (SG 151). 

As stated at the beginning, the enemy 
did not fire on his first pass. The attack then 
followed at low-level from various direc- 
tions uninterrupted against every part of the 
airfield; the parked aircraft were strafed in- 
dividually. 

According to an eyewitness report, the 
enemy fighters’ attention was attracted by 
two training aircraft landing at Neuhausen. 
These two training aircraft set about land- 
ing at Neuhausen during the alert period 
preceding the attack. 

Cottbus, 18 January 1945 


The Collapse of Production 


The outlook for the future was not good 
when production of the Focke-Wulf Ta 152 
H began in November 1944. The growing 
Allied air attacks from the west had led Fo- 
cke-Wulf to decentralize production of all 
types as much as possible and transfer pro- 
duction as far east as possible beyond the 
range of Allied bombers. Now, with the 
Eastern Front drawing nearer, these pro- 
duction sites were seriously threatened. The 
original roll-out date for the first Ta 152 H- 
0, the beginning of November 1944, was 
delayed by difficulties in production start 
up caused by inaccurate blueprints and 
missing jigs. The jigs ordered in France had 
been lost in the summer of 1944, Plans to 
produce the Ta 152 in Italy, reached on 9 
May 1944, were dropped on 24 July of the 


same year. Sealing the pressurized cockpit 
caused great problems in production of the 
high-altitude fighter. Thus it was 11 De- 
cember 1944 before the first Ta 152 H-0, 
Werknummer 150 003, reached the Rechlin 
Test Station. 

In order to speed up production of the 
Ta 152 H, on 11 January 1945 the arma- 
ments staff decided to concentrate efforts 
on the Me 262 (8-262) under the central 
control of Director Thiedemann and the Ta 
152 (8-152) under the central control of Dr. 
Reichelt.' At the same time the quality of 
the product, including the Ta 152, contin- 
ued to decline. Poor factory work even led 
to a halt in production for a short time. The 
cause was poor welding on the aileron 
pushrods. In January 1945 the Aircraft Test- 
ing Group of the Director of Air Armaments 
decided that henceforth the Daimler Benz 


DB 603 engine would only be used for the 
Fw 190 series, with the intention of outfit- 
ting fifteen Fw 190 D-11s with the DB 603 
in January 1945 and fifteen Fw 190 D-12s 
in February. The Arado firm was to deliver 
the entire Fw 190 D-14 series. 

The first breakdowns in production oc- 
curred at the end of January 1945. There 
were no deliveries of wings and hydraulic 
systems. Fuselage and wing production in 
Posen were lost and with it the jigs and 
tools. The planned testing of the Ta 152 C 
series with the more powerful DB 603 LA 
engine was so badly delayed that at the end 
of January it was assumed that production 
could not begin before March-April 1945. 
The reason for this was urgently needed en- 
gine modifications. 

A new emergency program was adopt- 
ed at the Reichsmarschall’’s conference of 


Two dismantled Ta 
152s and a Fw 190 D- 
9; in the background is 
Werknummer 150 167, 
in the foreground a Fw 
190 D-9 of JG 301. 


' Dr. Reichelt was director 
of the Arado Werke. 
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Side view of 150 168, ex 
“Green 9”, during a 
display of captured air- 
craft in England in 
1946. 


Rear view of Ta 152 H- 
1 150 168; in England 
this aircraft was evalu- 
ated briefly by the well- 
known test pilot Eric 
Brown. 


22 February 1945. Ta 152 variants were se- 
verely limited with the proviso that all Ta 
152s were to go to fighter units, with the 
close-support units bolstered by the addi- 
tion of converted Fw 190s. Then at the be- 
ginning of March 1945 there were unex- 
pected problems with the Ta 152’s longitu- 
dinal stability. 


To address this the Aircraft Testing 
Group ordered the planned 140-liter MW 
50 tank limited to 75 liters. A further im- 
provement was to be achieved by increas- 
ing the size of the tail surfaces and modify- 
ing the wing-fuselage junction. In mid- 
March another serious problem was en- 
countered with the MW 50 tanks for instal- 


lation in the wing. Focke-Wulf’s plans to 
switch the GM | system in the fuselage to 
MW 50 did not meet with the approval of 
the OKL. 

Then, at a meting of the armaments 
staff on 29 March 1945, it was finally pro- 
posed that the Ta 152 program be set aside 
in order to allow the Fw 190 D with the 
Jumo 213 F engine to proceed. The reason 
for this was the total collapse of the start-up 
of series production and the lost production 
areas. No resumption of production was 
planned, in order not to threaten production 
capacity for the Me 262. 

Far in excess of 15,000 Ta 152s were to 
ave been produced by March 1946, how- 
ever only a handful were in fact completed. 
Curiously, in April 1945 all of the blue- 
prints for the Focke-Wulf Ta 152 were sold 
o Japan; however, no production of the Ta 
152 was undertaken there. 


latest _ older 
Sketch of the experimental tail unit which featured an increase 
in span of 50 cm resulting in an increase in area of 0.45 m’, 
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Development of the Focke-Wulf Ta 152 Reconnais- 
sance Aircraft 


In addition to the standard fighter ver- d Robot II camera in wing leading edge. 
sion, the OKL' also requested standard and e FuG15and25a 
high-altitude reconnaissance variants of the f Type 67 G periscope 
Focke-Wulf Ta 152.2 The standard recon- g__ Fuel tanks in wings 
naissance version was designated the Ta h Choice of MW SO or extra fuel in fuse- 
152 E-1 and was supposed to replace cur- lage (115 | tank) 
rent fighter-reconnaissance versions of the i Type 503 external stores rack under fu- 
Bf 109. The Ta 152 E-1 was based on the Ta selage for carriage of 300-1 drop tan 
152 B (Jumo 213 E) or Ta 152 C (DB 603 L) (carriage of bombs not anticipated). 
(wing area 19.5m’). In the course of development the high- 
Initially the following basic equipment _ altitude reconnaissance version, which was 
was anticipated for the Ta 152 E-1: originally designated the Ta 152 E-2, be- 
a Power plant Jumo 213 E came the Ta 152 H-10 and was based on the 


b Armament MK 108 engine-mounted Ta 152 H-I high-altitude fighter. It shared 
cannon and MG 151sinthe wingroots. _ the same basic configuration as the Ta 152 
c Cameras RB 75/30, or RB 50/30, or E-1 but had a pressurized cockpit, the larger 


RB 30/18, or RB 50/18 or two stag- wing (23.5m°) and, in the course of further 
gered RB 20/12x12, or two staggered development, the MW 50 system. 

RB 40/12x12, or two staggered RB Another interesting proposed version 
12.5/7x9, or two staggered RB 32/7x9. _ was the Ta 152 E-1/R1. It was to carry aRB 
It was anticipated that a camera rack 50/18 camera mounted at an angle, specifi- 
would be added. The framework was cally 10 degrees to the horizontal. In order 
to be built by the units. to accommodate this a bulge was added to 


Front view of Ta 152 H- 
0 150 010 in America, 
now as T2-112. 


' Luftwaffe High Command 

* Focke-Wulf development 
report Ta 152 E No. 
XVIII al-a3 dated 24/ 
1/1945 
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Purpose: 


Configuration: 


Structural strength: 


Side view of T2-112 with 


Type Description No. 282 Ta 152 E dated 12 July 1944 Propellenremayed: 
General data pertaining to the Ta 152 E-1 and Ta 152 E-2 (Ta 152 H-10) 

Ta 152 E-1 Ta 152 E-2 (Ta 152 H-10) 

Single-seat reconnaissance aircraft Single-seat reconn nce 

for medium altitudes without aircraft for high altitudes 

pressurized cockpit with pressurized cockpit 

Single-engined, low-wing cantilever monoplane with hydraulically retractable 

undercarriage. 

Maneuvering load factor 6.5 Maneuvering load factor 5.0 or -2.5 

ata designed takeoff weight at a designed takeoff weight of 4,400 kg 


Power plant: 
Dimensions: 


Normal takeoff weight: 
Armament: 


Cameras and optical aids: 


of 4,500 kg 
Jumo 213 E standard power plant 


Wing area: 19.6 m? 23.5 m* 
4 11m 14.82 m 
0: 6.17 94 
Vertical tail area: 1.77 m* 1.77 m* 
Horizontal tail area: 2.82 m? 2.82 m* 
Maximum length: 10.810 m 10.810 m 
Maximum height: 3.360m 3.360 m 
4675 kg with Jumo 213 E 4815 kg with Jumo 213 E 
and MW 50 system and GM | system 


2 MG 151/20 with 175 rounds per gun 

1 MK 108 with 85 rounds 

1. In fuselage RB 75/30 
RB 50/30 
1 x RB 30/18 or RB 50/18 
2x RB 20/12x12 staggered 
2x RB 40/12x12 staggered 
2x RB 32/7x9 staggered 

2. In leading edge of left wing: 1 Robot II 

3. In cockpit: periscope (Voigtlinder) 
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Close-up view of the Ta 
152 H with firewall ac- 
cess panels open. 
Clearly visible are en- 
gine attachment points 
and oil and hydraulic 
fluid reservoirs. 


one side of the fuselage. The necessary 
camera housing was tested on a standard 
production Fw 190 D-9. 


Ta 152 E-1 Reconnaissance Aircraft 

A reconnaissance aircraft designated the Ta 
152 E-1 was developed from the standard 
Ta 152 B fighter based on the guideline GL- 
C-E2 No. 11303/44 (IIa) of 28/3/44. All of 
the stated requirements could be met satis- 
factorily with relatively minor modifica- 
tions, which mainly affected the rear fuse- 
lage. The following is a description of the 
significant changes to the Ta 152 B airframe 
(also see Type Description Ta 152 A and B 
No. 270). 


Important Design Changes to the Air- 
frame of the Ta 152 B 


The requirement for installation of the 
methanol-water tank or extra fuel tank 
while simultaneously taking into consider- 
ation seven different camera configurations 
made necessary the following changes to 
the fuselage: 
a Movement of Bulkheads 9 and 10 to 
the rear. The bulkheads were designed 


as attachment bulkheads for the cam- 
era mounts. 

Movement and enlargement of the fu- 
selage access hatch on the left side 
wall. Equipment installation and cas- 
sette removal and installation took 
place through this hatch. Dimensions 
were such that installation of the meth- 
anol-water tank was also possible. This 
made it possible to do away with the 
hatch on the underside of the fuselage. 
Asmall fuselage cutout was required 
for the camera window. 

Installation of cameras made neces- 
sary the relocation of the following 
items of equipment: the FuG 25a [FF 
set had to be moved one bay to the rear, 
the DF loop was positioned between 
Bulkheads 8 and 9. 

The tail-heavy moment created by the 
heavy camera installation was com- 
pensated for by relocating the bottles 
previously housed in the fuselage ex- 
tension. Installed in the left wing root 
were: one 2-liter compressed air bottle 
for emergency lowering of the landing 
flaps and undercarriage and one 5-liter 
compressed air bottle for the MK 108; 


in the right wing root: three oxygen 
bottles and one 2-liter compressed air 
bottle for emergency lowering of the 
landing flaps and undercarriage. 


Cameras 

The measures described above made it pos- 

sible to install the following camera equip- 

ment in the fuselage; installation and 

changing of cassettes was easily accom- 

plished through the large side hatch: 

a) Rb 75/30 vertical installation 

b) Rb 50/30 vertical installation 

c) 1x30/18 or 
1 x 50/18 vertical installation 

d) 2x Rb 20/12x12 staggered 

e) 2x Rb40/12x12 staggered 

f) 2x Rb 12.5/7x9 staggered 

g) 2x Rb 32/7x9 staggered 


Periscope 

A periscope made by the Voigtlander firm 
was installed in the cockpit to enable the pi- 
lot to observe the terrain directly beneath 
him. The periscope passed between the two 
fuel tanks and left of the control stick into 
the cockpit. As a result there was a minor 
modification of the rear tank, which was 
now in general use in the basic Ta 152. In 


order to make possible the pressurized 
cockpit of the Ta 152 E-2 a pressure-tight 
conduit through the floor was anticipated, 
consisting of pressure-tight bushings. 


Robot II Camera 

The Robot II was installed in the leading 
edge of the left wing in place of the BSK 16 
gun camera, and an insert was planned to 
accommodate it. Electrics and control but- 
ton remained the same. 


Armament 

Anticipated armament consisted of a MK 
108 engine-mounted cannon with 85 
rounds and two MG 151 in the wing roots 
with 175 rounds per gun. If necessary, two 
MG 151 with 150 rounds per gun could be 
installed in the fuselage in place of the en- 
gine-mounted cannon. 


Radio Equipment 

The reconnaissance version, production of 
which was supposed to begin in April 1945, 
was initially to be equipped with the FuG 
16 ZS. Replacement by the FuG 15 Y was to 
take place as soon as the equipment became 
available. A FuG 25a IFF set was installed 
in the rear fuselage. 


Oblique camera instal- 
lation planned for the 
Ta 152 E-1/R1 series 
under test on Fw 190 D- 
9 210 002, TR + SB. 
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Auxiliary Tanks 

The following auxiliary fuel tanks could be 
used to increase range: 

1 Inplace of the MW 50 system of GM 1 
tank a protected long-range tank hold- 
ing 115 liters in the fuselage aft of the 
cockpit. 

A 300-liter drop tank under the fuse- 
lage. The tank was mounted on the 
ETC 503 stores rack. The oil tank was 
of such dimensions that 25% cold start 
mixture was possible with the 115-liter 
auxiliary tank. Cold start mixture had 
to be dispensed with when the auxilia- 
ry fuel tank and the 300-liter drop tank 
was used together, while use of the 


i) 


300-liter drop tank alone required a re- 
duction in cold start mixture of about 
one half. 


Performance Boosting 

For increased performance a 140-liter 
methanol-water (MW 50) tank could be in- 
stalled in the fuselage in place of the auxil- 
iary fuel tank. The contents enabled an op- 
erating duration of approximately 42 min- 
utes at takeoff and emergency power (aver- 
age consumption 22 I/hr). The use of GM 1 
was also possible, but would not have been 
an advantage at the low altitudes at which 
the Ta 152 E-1 standard reconnaissance air- 
craft was expected to operate. 


Ta 152 E-2 High-altitude 

Reconnaissance Aircraft 

Construction of a small number of Ta 152 
E-2 high-altitude reconnaissance aircraft 
was planned for reconnaissance flights at 
extreme altitudes. In terms of cameras and 
armament it was identical to the standard Ta 
152 E-l. The only differences were: the 
larger wing of the Ta 152 H high-altitude 
fighter (23.5 m*) was adopted for better 
high-altitude performance. As well the fu- 
selage was equipped with a pressurized 
cockpit (see Type Description No. 271 Ta 
152 H high-altitude fighter aircraft). AGM 
1 system in the fuselage was standard 
equipment for increased performance 
above 8,000 meters. Operating duration 
was approximately 17 minutes at an aver- 


age consumption of 100 g/sec. 


Prototypes, Production and Variants 
of the Ta 152 E 
Originally only one prototype was planned 
for the reconnaissance versions of the Ta 
152, however this was subsequently 
changed to three prototypes. The following 
reconnaissance prototypes of the Ta 152 
were planned: 
Ta 152V9 
Werknummer 110 009 
Prototype for the Ta 152 E-1 
Ta 152 V 14 
Werknummer 110014 
Prototype for the Ta 152 E-1 
Ta 152 V 26 
Werknummer 110 026 
Prototype for the Ta 152 H-10 

The Ta 152 V9 and VI4 prototypes, 
which were originally earmarked for test- 
ing the Ta 152 E-1 and which were sup- 
posed to be ready to fly on 18 January and 
25. January 1945 respectively, were 
dropped on 5 January 1945 after discus- 
sions with the RLM. After this the first in- 
stallation of standard equipment was to be 
made in the first production Ta 152 E air- 
craft in January 1945. MMW was supposed 
to begin production in February 1945 and 
plans called for the periscope to be dis- 
pensed with. Work began on a batch of thir- 
ty reconnaissance machines. Type inspec- 
tion of the first E-1 did not take place until 1 
March 1945. Center of gravity problems 
were anticipated as a result of the weight of 
the cameras (approx. 70 kg). It is uncertain 
whether this reconnaissance aircraft left the 
factory. The military situation forced a 


change in the program. MMW was now or- 
dered to take part in production of the Ta 
152 Cand the E-fuselage was to be used as a 
component for the Ta 152 C. This version 
received the new designation Ta 152 C-11. 
The RLM also called for a version with 
an oblique camera installation (Ta 152 E-1/ 
R1), whereby the RB 75/30 camera was re- 
placed with a RB 50/18 mounted at 10 de- 
grees below the horizontal. A bulge on the 
side of the fuselage was necessary in order 
to install the camera obliquely in the air- 


frame of the Ta 152, and this required aero- 
dynamic investigations by Focke-Wulf. 
Consequently the side bulge for the oblique 
camera installation was tested on Fw 190. 
D-9 Werknummer 210 002, TR + SB. The 
pilot of the Ta 152 E-1/R1 would have to 
roll the aircraft onto its side in order to take 
pictures, similar to the procedure used by 
some reconnaissance versions of the Spit- 
fire. The escort reconnaissance machine de- 
manded by the OKL was built on the basis 
of the Ta 152 H and displayed the same 
changes as on the Ta 152 E. Originally des- 
ignated the Ta 152 E-2, twenty examples of 


the Ta 152 H-10 reconnaissance aircraft 
were to be built per month. The series pro- 
totype was to be the Ta 152 V 26, a standard 
Ta 152 H-0 or H-1 converted to Ta 152 H- 
10 standard by MMW. It is very likely that 
WNr. 150 167 was the aircraft selected for 
conversion, for this Ta 152 was captured at 
Erfurt. MMW was scheduled to begin pro- 
duction in May 1945. Construction of the 
Ta 152 H-10 was basically similar to that of 
the Ta 152 H-1, with the MW 50 wing bag 
tank also capable of being switched to B4 
fuel. A 300-liter drop tank could also be car- 
ried. 


Another front view of 
150 167. 
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Side view of the Ta 152 
C V 7, Werknummer 
110 007, which to- 
gether with the Ta 152 
CV 6and V8 were the 
only prototypes com- 
pleted at Sorau. 


The Planned Test Series from Sorau 


Focke-Wulf tried to investigate poten- 
tial problems associated with production of 
the Ta 152 as early as possible by initiating 
a very large prototype construction pro- 
gram. Therefore, in the summer of 1944 a 
prototype program for an initial total of 26 
test-beds was created; the aircraft were to 
be new machines built in the Sorau' produc- 
tion facility. Construction of the originally 
planned prototypes for the Ta 152 A-1, the 
Ta 152 V 1 and V 2, and for the Ta 152 H-1, 
the Ta 152 V 3-V 5, was dropped early on. 
In order to gain time for testing, Focke- 
Wulf decided to create the prototypes for 
the high-altitude fighter from four non-pro- 
duction converted aircraft at Adelheide (the 
Fw 190 V 33/U1, Fw 190 V 30/U1, Fw 190 


V 29/U | and Fw 190 V 18/U2). As early as 
18 July 1944 Oberst Petersen, commander 
of the Rechlin Test Station, made reference 
to the difficulties of the current testing situ- 
ation. Concerning the Ta 152 H he re- 
marked: “Since it is planned to start produc- 
tion of the Ta 152 H with only four non-se- 
ries prototypes’ and thus with insufficient 
testing, delays must be expected for the se- 
ries as a result of complaints about flight 
safety and flight characteristics as well as a 
considerable number of initial modifica- 
tions. In any case the first twelve produc- 


tion aircraft will be needed for testing (ref- 
erence is made to roughness in the Jumo 
213 E power plant).” Petersen also referred 
to the beginning of large-scale production 


Overview of Ta 152 Prototypes from Sorau/Adelheide (Production Block 110) 


V-No. WNr. Registration 
vi 250001 

v2 250 002 

V3 260 001 

v4 260 002 

VS 260.003 

v6 110.006 VH+EY 
V7 110 007 CIl+XM 
v8 110.008 GW+QA 
Vo 110.009 

v10 110010 

vil 110011 

V12 110012 

V13 110013 

vi4 110014 

vi5 110015 

V 16 110016 

V17 110017 

Vi18 110018 

V19 110019 

Vv 20 110.020 

vai 110021 

V22 110022 

V23 110023 

V 24 110.024 

V25 110.025 


V 26 110026 


V27 150.027 


V28 150028 


of the Ta 152 C and expressed the opinion 
that in this case too 30 aircraft would have 
to be held back for trials. Since there was as 
yet no test data available for the DB 603 L 
engine, which was to power the Ta 152 C 
series, the planned January 1945 start-up 
date for production of the Ta 152 C with the 
DB 603 L was seen as uncertain. 


Remarks 


+ hot built 

- hot built 

Ta 152 H-1, not built 

Ta 152 H-1, not built 

Ta 152 H-1, not built 

Ta 152 C-0, first flight on 12/12/1944, pilot Mirschel. 
DB 603 E, V 19 prototype engine, engine no. 0130 
0145 

Ta 152 C-O/R11, first flight on 08/01/45, pilot Miir- 
schel. DB 603 E, V 20 prototype engine, engine no. 
01300147. 

Ta 152 C-O/EZ. first flight on 15/01/45, pilot Mar- 
schel. DB 603 E, V 21 prototype engine, engine no. 
01300150. 

Ta 152 E-1, canceled 05/01/45 

Ta 152 C-1, canceled 18/10/44 

Ta 152 C-1, canceled 18/10/44 

Ta 152 C-1, canceled 18/10/44 

Ta 152 E-1, planned ready to fly date: 25/12/44. 

After 19/10/44 as Ta 152 C-1/R11 with LGW K 23 au- 
topilot, new planned ready to fly date: 06/02/45. 

Ta 152 E-1, cancelled 05/01/45. 

Ta 152 C-2/R11 with LGW K23 autopilot instead of 
PKS 12, new planned ready to fly date: 14/02/45. 

Ta 152 C-3, planned: DB 603 LA/MW 50, planned 
ready to fly date approx. March 45. 

Ta 152 C-3, planned: DB 603 LA/MW 50, planned 
ready to fly date approx. March 45. 

Ta 152 C-3, planned: DB 603 LA/MW 50, then Ta 152 
C-4/R11, canceled 28/12/44. 

Initially Ta 152 C-S, then Ta 152 B-S, planned ready to 
fly date: April 1945. 

Initially Ta 152 C-S, then Ta 152 B-5, planned ready to 
fly date: May 1945. 

Initially Ta 152 C-5, then Ta 152 B-5, planned ready to 
fly date: May 1945. 

Ta 152 C-4, canceled 18/10/44. 

Ta 152 C-4, canceled 18/10/44. 

Ta 152 C-4, canceled 18/10/44. 

Ta 152 H-1, construction of prototype halted, com- 
pleted wing with 4-tank installation used for Fw 190 V 
32/U1. 

Ta 152 H-10, reordered as converted Ta 152 H-0, 
probably WNr. 150 167. Planned ready to fly date: 
March 1945. 

Converted Ta 152 H-0 for testing MK 103 cannon for 
Ta 152 C-3, DB 603 E engine. 

Converted Ta 152 H-0 for testing MK 103 cannon for 
Ta 152 C-3, DB 603 E engine. Planned ready to fly 
date: 18/02/45. 


The subsequent production plans for 
the Ta 152 C prototypes could also not be 
held to on account of the war situation and it 
is questionable whether more than three 
new-build prototypes of the Ta 152 C-0 (V 
6, V 7, V 8) and one converted aircraft (Ta 
152 V 27 or 28) were ever built and flown. 
Here, too, the military situation forced pro- 


' Sorau today is called 
Silesia and is in Poland. 

? The Fw 190 V 33/U1, V 
30/U1, V 18/02 and V 
29 UI. 
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totype construction to be moved to Adel- 
heide. The prototypes Ta 152 V 27 and V 28 
were an exception. 

In order to test the installation of the 
engine-mounted ML 103 cannon in the DB 
603 power plant for the production Ta 152 
C-3, it was planned to convert two produc- 
tion Ta 152 H-0 (Werknummer 150 027 and 
150 030) in February 1945. The combina- 


tion of DB 603 E engine and MK 103 can- 
non was successfully tested in at least one 
of these aircraft. It may also be assumed 
that construction of the Ta 152 V 16, V 17, 
V 19, V 20 and V 21 prototypes was at an 
advanced stage. 

Whether any of these aircraft flew can- 
not be determined with certainty. Accord- 
ing to statements by chief test pilot Sander 
these prototypes were not completed. 


The High-Altitude Power Plants for the Ta 152 


It was planned to install the new Junk- 
ers 9-8213 FH power plant, which became 
the Jumo 213 E, in the Ta 152 H high-alti- 
tude fighter. The Jumo 213 E was a 12-cyl- 
inder inline engine with a mechanically- 
driven two-stage supercharger and three- 
speed transmission. The Jumo 213 E pro- 
duced 1,730 H.P. (1,272 kW) for takeoff at 
3,250 rpm. Even at its maximum boost alti- 
tude of 10,700 meters the Jumo 213 E still 
produced 1,260 H.P. (927 kW) without in- 
jection boosting. In order to avoid thermal 
overheating the engine required an inter- 
cooler, and in contrast to the Fw 190 D this 
could be accommodated in the airframe of 
the Ta 152 H. At the same time output could 
be increased further through the injection of 
MW 50 and GM 1. Using MW 50 the Ta 
152 H-1 could reach 749 kph at an altitude 
of 9,500 meters and with GM 1,760 kph at 
12,500 meters. But in order to achieve these 
performances the engine had to be made 
fully ready for production. 

But as a result of extraordinary time 
constraints the first Jumo 213 Es were in- 
stalled in the first Ta 152 H fighters. With 
the small number of hours logged by the Ta 
152 H prototypes and the engine failures 
encountered in testing, it proved impossible 
to make the engine fully production-ready. 
As a result, when the Ta 152 H entered pro- 
duction in October-November 1944 emer- 
gency power could not be used in the high 
range (3rd gear) because of weakness in the 
transmission. Not until the improved Jumo 
213 E-1 was available could emergency 
power again be used. The second handicap 
faced by the Ta 152 H-0 series was the ab- 
sence of power boosting systems. Junkers 
subsequently made the proposal that the 
machines’ performance could be increased 


by installing an equipment set (Riistsatz) 
which raised boost pressure. This equip- 
ment set, which was also successfully in- 
stalled in all Fw 190 D-9s, increased engine 
output by 150 H.-P. to 1,900 H.P. In Febru- 
ary 1945 Jumo’s technical field service be- 
gan converting the then Ta 152 H-Os still 
under test by III/JG 301. After flying the 
first converted aircraft the pilots declared 
themselves satisfied with the increased per- 
formance of the Ta 152 H. 


Overhead view of the 
Jumo 213 E high-alti- 
tude engine, here in- 
stalled in the Ta 152 H. 
The engine’s early de- 
velopment was trouble- 


some. 
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Testing the DB 603 LA, which was ear- 
marked for the Ta 152 C and E series proved 
even more difficult. Like the Jumo 213 F 
which powered the Fw 190 D-11, 12 and 
13, the DB 603 LA’s supercharger air was 
cooled by MW SO, since a supercharger in- 
tercooler was not initially planned. Not un- 
til the later DB 603 L did an intercooler ap- 
pear. Without large-scale testing, beginning 


in March 1945 the DB 603 LA engine was 
to be installed in the production Ta 152 C. 

All of this shows that a proven, reliable 
high-altitude engine was a necessity for the 
Ta 152 high-altitude fighter. But as the en- 
gine modifications that were undertaken 
show, the Jumo 213 E did not achieve a sat- 
isfactory level of operational reliability un- 
til midway through the series production of 
the Ta 152. 


Equipping the Ta 152 with Special Weapons 


In the last weeks of February 1945 an 
entire Staffel of Fw 190 D-9s belonging to 
the test unit Jagdgruppe 10 at Parchim was 
equipped with R4M_ air-to-air rockets.' 
Each Fw 190 D-9 was equipped with two 
underwing launch racks, each with twelve 
rails, carrying a total of twenty-four R4M. 
JGr. 10 had been specially assigned to test 
the R4M. The R4M was the only air-to-air 
rocket to see service with the Luftwaffe and 
its warhead contained a high-explosive 
charge weighing 540 grams (R=Rakete, 4.4 
kg=weight, M=Minenkopf). 

As a result of these trials the order was 
issued to immediately equip not just the Me 
262 but also the Fw 190 and Ta 152 with the 
R4M. The R4M installation was to be in- 
stalled on the Ta 152 C-1/R31 and the Ta 
152 H-1/R31. Modification directives also 
anticipated retrofitting the Ta 152 H-1/R11, 
H-I/R21 and C-1/R11. By the end of the 
war JGr. 10 was to have three Ta 152s in ad- 
dition to the rocket-armed Fw 190s. The ef- 
fectiveness of the R4M was successfully 
demonstrated by the Me 262. The order that 
disbanded Jagdgruppe 10 on 2 April 1945 
called for all of 2/JGr. 10’s Fw 190 D-9s 
equipped with the R4M to be handed over 
to I/JG 301; it is not known whether this or- 
der was carried out. 

Another special weapon planned for 
use by the Ta 152 was the SG 500 (Sonderg- 
erdt 500). This recoilless weapon was des- 
ignated the “Jagdfaust.” Five units were to 
be installed vertically in each wing of the Ta 
152, resulting in the elimination of one fuel 
tank in each wing. The weapon itself con- 
sisted of a firing tube 0.515 meters long that 


weighed 6.9 kg. The projectiles used were 
spin-stabilized special munitions with a 
caliber of 50 mm. Release was photo-elec- 
tric by means of a selenium cell which fired 
the SG 500 “Jagdfaust” when the fighter 
flew under an enemy bomber. The Tarne- 
witz Test Station conducted successful tri- 
als with the weapon installed in a Fw 190, 
however the end of the war precluded its 
production and use. 

A similar fate was suffered by another 
special weapon, the Rohrblock 108. This 
weapon was also recoilless and two units 
were supposed to be installed vertically in 
each wing. The Rohrblock consisted of sev- 
en MK 108 cannon and was also supposed 
to be fired photo-electrically while passing 
beneath an enemy bomber. 


The Planned Ta 152 S Two-Seat Trainer 


The Ta 152 S two-seat trainer was 
based on the Ta 152 C-1 powered by the DB 
603 and was to be fitted with a second cock- 
pit with instrumentation. The fuselage con- 
versions were supposed to be carried out by 
Blohm & Voss beginning in April 1945 and 
DLH (Deutsche Lufthansa) in Prague be- 
ginning in August 1945. Although by this 
stage of the war the shooting down of Ger- 
man training aircraft had become the order 
of the day, no armament was planned for the 
Ta 152 S-1. 

Conversion of the Ta 152 into a two- 
seat trainer was supposed to follow the pat- 
tern of the Fw 190 two-seater (Fw 190 S-5, 
S-8). The first Ta 152 training aircraft was 
originally planned for November 1944, but 


' War diary, chief Techni- 
cal Air Armaments, 
Flight Test Working 
Group from 26 Febru- 
ary to 4 March 1945. 
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Sketches of the Fw 190 A with the SG 500 
and Fw 190 A with Rohrblock 108. 


the serious production delays that affected 
the Ta 152 C frustrated these plans. The Re- 
chlin Test Station demanded that three per- 
cent of all production Ta 152 Cs be trainers. 
A total of 565 Ta 152 S-1s were planned by 
March 1946, none were built. The Ta 152 S- 
2 proceeded no farther than the design stage 
and was not pursued. 


Improving the Performance 
of the Ta 152 


Toward the end of the war. the Focke-Wulf 
development section busied itself with vari- 
ous possibilities of enhancing the perfor- 
mance of the Ta 152 and Fw 190 D. While 


testing Fw 190 D test-beds Focke-Wulf dis- 
covered that merely sealing the engine 
cowling joint lines with rubber resulted in a 
speed increase of up to 17 kilometers per 
hour for the Fw 190 D-9 and D-11. This of 
course also applied to the Ta 152. Conse- 
quently greater attention was to be paid to 
sealing during construction. 

Another possible way of increasing 
performance was raise the boost pressure of 
the Jumo 213. In March 1945 similar modi- 
fications to those made to the Jumo 213 A 
installed in the Fw 190 D were carried out 
on the ten Ta 152 H-Os of III/JG 301, result- 
ing in an increase in engine takeoff power to 
1,900 H.P. (1 397 kW). 

An entirely new method of increasing 
the Ta 152’s performance was the use of the 
so-called integral engine cowling. It was 
anticipated for the Ta 152 and the Fw 190 
D-12. For the Ta 152 C series the prototypes 
Ta 152 V 6 and V7 were converted with the 
integral engine cowlings and were sup- 
posed to be ready to fly on 28 February and 
10 March 1945 respectively. Later addi- 
tional test-beds were to include the Ta 152 
V 16, V 17, V 27 and V 28. The integral en- 
gine cowling was even planned for the al- 
ready potent Ta 152 H. A total of twenty 
prototypes were supposed to be built or 
converted to test the integral cowling on the 
Ta 152 H. To come first, however, were the 
Fw 190 V 32/U2, Ta 152 V 19, Ta 152 V 20, 
Ta 152 V 21 and the Ta 152 H WNr. 150 
004. Junkers expected to begin production 


of Jumo 213 engines with the integral cowl- 
ing by August 1945 at the earliest. No defin- 
itive decision as to whether the Jumo 213 E- 
1 should be so modified could be reached 
by March 1945. 

Two versions of the integral engine 
cowling were planned. Version 1 saw the 
installation of vibration elements between 
the engine and the integral cowling. This 
version was too costly for mass production 
and was therefore not to be adopted for 
large-scale use. 

Only one Ta 152 H-0, Werknummer 
150 004, was equipped with this cowling. 
In the process it may have been built faster 


Side view of the Ta 152 S-1. 


than any other Ta 152 H. The simplified 
Version 2 saw the installation of a roller 
chain. Version II was supposed to be in- 
stalled on all production Ta 152s. 

No detailed test reports have so far 
been discovered, although the Ta 152 V 6 
(VH + EY) and Ta 152 V 7 (CI + XM) were 
converted to this integral engine cowling 
and achieved satisfactory results during tri- 
als. The hopeless war situation prevented 
quantity production. 

On 12 March t945 Focke-Wulf issued 
its last summary of the prototypes on hand 
at Langenhagen and their test programs. 
The following types were on hand: four Ta 
152s, two Ta 152 Cs, two Fw 190 D-9s, two 
Fw 190 D-11s and four other Fw 190s. Ac- 
cording to the summary the following test 
program was foreseen for the Ta 152 (prior- 
ity level 1): 


Ta 152 HV 29 
Pressurized cockpit testing, new AR 300 
chamber regulator. 


V18 
Integral engine cowling, wooden tail. 


150 004 

Handling characteristics with additional fu- 
selage inserts of 300 mm and 500 mm as 
well as enlarged horizontal tail and modi- 
fied wing-fuselage junction. 


V32 
Fuel and methanol wing tanks, integral en- 
gine cowling, engine trials Jumo 213 E-1. 


Ta152CV6 

Power plant trials with DB 603 LA. Han- 
dling characteristics after lowering engine, 
performance measuring, integral engine 
cowling. 


Ta152CV7 

Power plant trials with DB 603 LA, integral 
engine cowling. Handling characteristics 
after installation of torpedo, performance 
measuring. 


Chief test pilot Hans Sander recalls 
that there was already a terrible fuel short- 
age at that time. Only one third of the 
amount required by the test aircraft was re- 
ceived. The two-year test period at Langen- 
hagen was coming to its bitter end. 

At this time Focke-Wulf’s last design 
work on the Ta 152 was taking place in Bad 
Eilsen. In addition to aerodynamic im- 
provements, preliminary investigations for 
the installation of the Jumo 213 J were car- 
ried out and armor for use by Ta 152 Sturm- 
staffeln was developed. Other pending de- 
velopment tasks for the Ta 152 were: use of 
MW 100, sliding canopy using silicate 
glass and design of an integral upper engine 
cowling without gun channels. A prototype 
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' Brief description No. 25 
dated 4 December 1944. 

? Procurement program for a 
medium bomber 1940- 
Al. 


Project drawing of the Ta 152 with Jumo 222 E engine. 


installation of the new Mauser MG 213 
cannon in the Ta 152 was also to be carried 
out. 


Further Development of the Ta 152 H 
with the Jumo 222 


At the end of 1944 Focke-Wulf was 
still engaged in further development of the 
Ta 152 H. The Ta 152 H was to be equipped 
with the Jumo 222 E* and receive a new 
wing with a laminar profile. The Jumo 222 
Ecould be exchanged for the Jumo 222 A at 
any time. All performance figures and re- 
quirements were laid down in the brief de- 
scription subsequently issued by Focke- 
Wulf. But by this time it must have already 
been clear that the Ta 152 with Jumo 222 
could only remain a pure development 
project. It would also have been question- 


able if this development would have been 
realized in view of the obvious superiority 
of the jet fighter and the development of Fo- 
cke-Wulf’s own jet design, the Ta 183. 

The Jumo 222 engine planned for in- 
stallation in the Ta 152 had already played a 
decisive role in the ill-fated “Bomber-B 
Program.””° Earmarked for the Ju 288, suc- 
cessor to the Ju 88, the engine was never put 
into large-scale production. The Jumo 222 
was a liquid-cooled, 24-cylinder radial en- 
gine with a displacement of 49.85 liters and 
produced 2,900 H.P. for takeoff with MW 
50 injection. The Jumo 222 E planned for 
the Ta 152 H was supposed to drive a Junk- 
ers VS 19 propeller (four-bladed propeller 
with wooden blades, diameter 3.60 m). The 
new wing was designed as a monocoque 
structure with two spars and had a laminar 
profile of d/ti=15.85 percent and d/ta=10 
percent. 


Taking into consideration the latest 
aerodynamic knowledge, a laminar profile 
was incorporated into the root profile which 
was retained as far as the undercarriage at- 
tachment points. 


Type Sheet Ta 152 with Jumo 222 E 


As the weight estimates show, Focke- 
Wulf calculated that, like the Ta 152 H with 
the Jumo 213 E, the new wing with its six 
fuel tanks would not be available in time. 
Therefore balance calculations were made 
for an aircraft without wing tanks and MW 
50 and one with wing tanks and MW S50 in- 
jection. 


Purpose: Single-seat fighter, fighter-bomber 
Configuration: Single-engined cantilever monoplane with hydraulically-retractable under- 
carriage 
Power plant: Jumo 222 E with methanol-water (MW 50) injection 
Dimensions: Wing area: 23.8 m? 
Wingspan: 13.68 m 
Aspect ratio: gh) 
Vertical tail area: 1.78 m' 
Horizontal tail area: 2.89 m 
- Maximum length: 10.77 m 
Maximum height: 3.75m 
Normal takeoff weight: 5 815kg 
Armament: 2 MG 151/20 in fuselage with 150 rounds per gun 


2.MG 151/20 in wing roots with 175 rounds per gun 


or 


2MG 151 in fuselage with 150 rounds per gun 
2 MK 103 in wing roots with 55 rounds per gun 


Armor: Engine armor in front of firewall: 76kg 

Fuselage armor: 8lkg 

Total weight of armor: 157 kg 
Equipment: FuG 16 ZY, FuG 25a, FuG 125, K 23 automatic pilot, Revi 16b 
Fuel system: Ta 152 with Jumo 222 

232 1 in forward tank 

3601 in rear tank 

240 | in left wing 

240 1 in right wing 
Performance: takeoff power with Jumo 222 E: 2,500 H.-P. at 3,000 rpm 
Maximum speed: 710 kph at 9 500 m—emergency boost with MW 50 
Service ceiling: 15000 m 
Range: 1 290 km at 10 000 m without 300-1 drop tank 


Rate of climb at ground level: 22 m/sec. 
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Ta 152 H-0, Werk- 
nummer 150 010, in 
storage in the NASM’s 
Silver Hill depot in 
Washington. 


Another view of the 
stored Ta 152 H-0, 
which is not scheduled 
to be restored in the 
foreseeable future. 
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Test report Ta 152 V 6, V 7 of 27/12/1944 (Daimler 
Benz) 

Firing test with the Ta 152 V 6 to test the fuselage 
weapons of 30/12/1944 

Test report Ta 152 V 6, V 7, V 8 of 14/01/1945 (Daim- 
ler Benz) 
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Flugbericht Nr.1 der Ta 152 V 6/110 006 vom 
10.02.1945 


Triebwerksumstellungen fiir Ta 152 C vom 9.03.1945 


Ta 152H 
Bau eines Musterflugzeuges vom 16.12.1943 


Bericht vom Einflugbetrieb in Focke-Wulf Werk 
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24.01.1945 und vom 19.02.1945 


1. Erprobungsbericht Ta 152 H mit Jumo 213 E 
Stand vom 30.01.1945 


5. Bericht iiber Erprobung der Ta 152 H-0, Stand yom 
14.02.1945 


Triebwerksumstellungen fiir Ta 152 H vom 9.03.1945 


Konstruktionsbeanstandungen Ta 152 Meldung Nr. 1/ 
45 vom 13.03.1945 


Bericht des Rechliner Biiros iiber die Erprobung der 
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Bedienvorschrift Fl 8-152 H-0 Teil 1 - Bedienungs- 
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Besprechungsniederschriften 


Ta 152 H und Fw 190 D-11 ( Bad Eilsen ) am 
22.8.1944 
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Eilsen) vom 13.1.1945 


Niederschrift Nr. 5105 Triebwerk 8603 B1/TLE bzw. 
TLA fiir Ta 152 C ( Daimler Benz ) vom 15.12.1944 


Niederschrift Nr. 5112 Triebwerk 8603 B1/TLE bzw. 
TLA fiir Ta 152 C ( Daimler Benz ) vom 12.02.1945 


Flugbeanstandungen Ta 152 vom 15.03.1945 


Ta 152 allgemein 


1. Technische Bemerkungen v. K.d.E. der Luftwaffe 
(Rechlin) vom 7.08.1944 


2. Terminablauf 8-152, Chef TLR vom 27.12.1944 


3. Varianten der neu anlaufenden Baumuster vom 
11.01.1945 


4, Lagebericht 8-152, TLR vom 21.02.1945 
5. FW-Uberblick iiber die Flugkraftstofflage fiir 
Monat Marz 1945 vom 12.03.1945 


6. Baureihenbezeichnung Fw 190 und Ta 152 vom 
15.03.1945 


7. Stellungnahme zum Schreiben des G.d.J. vom 
17.03.1945 betr. 8-152 H u. C, Stabilitiitsschwierig- 
keiten v. 29.03.1945 


Biicher/Zeitschriften 


National Air & Space Museum Vol. 9 - FW 190, 
Workhorse of the Luftwaffe 


William Green — Famous Fighter of the Il. WW 


Gert W. Heumann FR 7/65 — Focke-Wulf Fw 190 Teil 
2: Die Entwicklung zum Hohenjiger Ta 152 


Heinz Nowarra — Focke-Wulf Fw 190/Ta 152 


Heinz J. Nowarra — Die deutsche Luftriistung 1933— 
1945 


Frappe / J.Y. Lorant - Le Fw 190 
J. Dressel / M.Griehl — Fw 190/Ta 152 
Alfred Price — Sie flogen die Fw 190 


Gersdorff/Grasmann — Flugmotoren und Strahltrieb- 
werke 


Kurt Miisegades — Der Militirflugplatz von Delmen- 
horst-Adelheide 


Wings, Vol. 14 — Restauration of the Fw 190 
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